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INTRODUCTION 


THE CITY OF PORTLAND AND ENVIRONS. AS A RE¬ 
SULT OF INDUSTRIAL AND AGRICULTURAL ACTIVITIES FOR 
WHICH IT SERVES AS A FOCUS, HAS EXPERIENCED A RAPID 
GROWTH DURING THE PAST TWO DECADES. AS A CONSEOUENCE 
VEHICULAR TRAFFIC DEMAND HAS INCREASED AT A CONSIDER¬ 
ABLY FASTER RATE THAN HAS STREET AND THOROUGHFARE CAP¬ 
ACITY. THIS IS TRUE AS REGARDS BOTH MOBILE AND TERMIN¬ 
AL FACILITIES. AS A RESULT OF THIS EVER INCREASING 
DISPARITY BETWEEN " SUPPLY AND DEMAND" THE MAJORITY OF 
THE STREETS HAVE UNDERGONE A CHANGE IN FUNCTIONAL PAT¬ 
TERN WHICH HAS LEFT MANY OF THEM INADEQUATE TO MEET THE 
BURDEN IMPOSED. LARGE GROUPS OF VEHICLES MOVING BE¬ 
TWEEN CERTAIN TERMINI FIND IT ADVANTAGEOUS TO DETOUR IN 
ORDER TO AVOID CONGESTION, RATHER THAN TO FOLLOW MORE 
DIRECT LINES OF TRAVEL. 
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PURPOSE OF STUDY 


The highway Engineer in the proper and intel¬ 

IT NOW APPEARS ADVISABLE, IN VIEW OF PRESENT 

ligent DISCHARGE OF HIS FUNCTION MUST PROMULGATE A 

DAY DESIGN STANDARDS AND THE EVOLUTION OF THE FREEWAY 

TRANSPORT SYSTEM WHICH WILL ADEQUATELY SERVE EXISTING 

COUPLED WITH AN AMAZINGLY RAPID GROWTH IN TRAFFIC AND 

AS WELL AS ANTICIPATED FUTURE DEMANDS OF VEHICULAR 

THE FORMATION OF THE INTERSTATE SYSTEM OF HIGHWAYS. TO 

TRAFFIC. AS A PREREQUISITE TO SUCH PLANNING, BASIC IN¬ 

ONCE AGAIN EXAMINE PRIOR PLANS AND TO EVALUATE THEIR 

FORMATION MUST BE OBTAINED WITH RESPECT TO THE VOLUME. 

ADEQUACY. THIS REPORT ALSO FORECASTS THE NEEDS AND 

COMPOSITION, AND TRIP TERMINI OF TRAFFIC. THOSE DATA 

RECOMMENDS ADDITIONAL LINEAL FACILITIES TO CARE FOR 

WERE OBTAINED IN 1946 AND ARE DOCUMENTED IN TECHNICAL 

ANTICIPATED 1975 TRAFFIC DEMANDS. 

Report no. 49-2, "1946 - Portland metropolitan area 

THIS REPORT. AS MENTIONED HEREINBEFORE, WILL 

TRAFFIC SURVEY - OR 1G1N-DEST 1NAT1 ON STUDY." 

BRIEFLY REVIEW SOME OF THE SALIENT FEATURES DEVELOPED 

THE DEVELOPMENT OF A MASTER PLAN OF FREEWAYS 

IN THE 1946 PORTLAND-METROPOLITAN AREA OR 1G1N-DEST1NA - 

and Expressways that will accommodate not only the de¬ 

TION STUDY AND AT THE SAME TIME WILL RE-EVALUATE 1955 

sires OF EXISTING 1955 TRAFFIC, BUT ALSO THE DEMANDS OF 

AND 1975 AVERAGE DAILY TRAFFIC VOLUMES. AS NOW EXIST 

FUTURE TRAFFIC THAT CAN BE EXPECTED IN 1975. IS THE 

AND AS CAN BE EXPECTED TO EXIST WERE A MASTER PLAN OF 

PURPOSE OF THE PRESENT REPORT. IN 1944 THE STATE 

FREEWAYS AND EXPRESSWAYS TO BE DEVELOPED FOR THE CITY 

HIGHWAY DEPARTMENT PREPARED. IN COOPERATION WITH THE 

OF PORTLAND AND VICINITY. THIS PARTICULAR STUDY EN¬ 

CITY OF PORTLAND. A PLAN OF MAJOR STREETS AND HIGHWAYS. 

COMPASSES A LARGER AREA THAN WAS CONSIDERED IN THE 

FROM THIS 1944 STUDY, PLANS FOR THE T. H . BANFIELD 

ORIGINAL 1946 PORTLAND STUDY. BUT THAT STUDY CAN BE 

FREEWAY, THE SOUTHWEST PORTLAND FREEWAY. THE SOUTHEAST 

AUGMENTED WITH PRESENT-DAY TRAFFIC VOLUMES COUPLED WITH 

PORTLAND FREEWAY, A DEPRESSED FREEWAY BETWEEN CLAY AND 

ACCUMULATED INFORMATION SO AS TO BE ADEQUATE FOR THE 

market Streets leading to canyon road and the Oregon 

PURPOSES OF PL ANN 1 NG . 

Coast, the !4th avenue viaduct and the Fremont street 

THIS REPORT WILL DEVELOP ONLY THREE LEVELS 

BRIDGE, THE N. W. FRONT AVENUE VIADUCT, AND BOULEVARDS 

OF FACILITIES (THE FREEWAY. THE EXPRESSWAY. AND THE 

ON 39TH AVENUE. 82ND AVENUE AND OTHER COMPARABLE ROUTES 

MAJOR STREET) AND WILL NOT TREAT WITH THOSE STREETS AND 

WERE DEVELOPED. THESE ROUTES WERE RE-EXAMINED IN 1949 

HIGHWAYS WHICH TEND TO RELEGATE THEMSELVES INTO THE 

IN LIGHT OF THE 1946 SURVEY AND WERE FOUND TO BE STILL 

CATEGORY OF LOCAL USE OR THAT WOULD REOUIRE DEVELOPMENT 

ESSENTIALLY ADEQUATE. 

TO A LESSER STANDARD. THE DEFINITIONS AS NOW APPROVED 
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FOR A FREEWAY. EXPRESSWAY AND MAJOR STREET BY THE 


American association of state highway officials appear 

LATER IN THIS REPORT. SUFFICE IT TO SAY THAT THE 
B AN FI ELD EXPRESSWAY AND THE PORTLAND-SALEM EXPRESSWAY 
ARE ACTUALLY FREEWAYS IN ACCORD WITH THIS DEFINITION 
AND WILL BE SO CALLED THROUGHOUT THIS REPORT. THIS 
PROGRAM DOES NOT. NOR DOES THIS REPORT. TREAT WITH THE 
RESPONSIBILITIES FOR FINANCING BY THE SEVERAL GOVERN¬ 
MENTAL AGENCIES THAT WOULD BE INVOLVED IN THE OVER-ALL 
PROGRAM. NEITHER DOES THIS REPORT TREAT WITH TERMINAL 
FACILITIES THAT WOULD BE NECESSARY TO CARE FOR PARKING 
DEMAND OR DESIRABLE ADJUSTMENTS IN MASS TRANSIT FACIL¬ 
ITIES THAT WOULD LOGICALLY RESULT FROM ADOPTION OF THE 
RECOMMENDATIONS OF THIS REPORT. 
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ECONOMIC FACTORS 


A PREREQUISITE TO THE PLANNING AND SUCCESSFUL 
EXECUTION OF ANY STUDY DEALING WITH TRAVEL BEHAVIOR IS 
A REVIEW OF THOSE FACTORS WHICH BEAR ON THE ESTABLISH¬ 
MENT OF TRAVEL PATTERNS. THESE FACTORS INCLUDE SUCH 
ITEMS AS CULTURE. POPULATION. AND TOPOGRAPHY. THE 
IMPORTANCE OF THESE FEATURES IS PARTICULARLY ACCENTU- 
ATED IN DEALING WITH URBAN AS COMPARED WITH RURAL MOVE¬ 
MENT. DUE TO THE COMPARATIVELY LIMITED TRIP LENGTHS 
INVOLVED. ACCORDINGLY. A RESTATEMENT OF THESE INFLU¬ 
ENCING FACTORS IS CONSIDERED DESIRABLE. 

Economic base 

PORTLAND IS THE COMMERCIAL. INDUSTRIAL. AND 
FINANCIAL CENTER OF OREGON AND THE COLUMBIA RIVER 
BASIN. FIGURE 1 SHOWS THE LOCATION OF OREGON AND PORT¬ 
LAND RELATIVE TO THE ELEVEN WESTERN STATES. POPULATION 
WITHIN THE CITY LIMITS TOTALED 373.628 IN 1950 AND IS 
EXPECTED TO REACH 400,000 DURING 1955. 

PORTLAND PROPER IS DIVIDED INTO TWO GEOGRAPH¬ 
ICAL AREAS BY THE WILLAMETTE RIVER. THE EAST SIDE HAV¬ 
ING SEVEN-E1GHTHS OF THE AREA AND THE POPULATION. THIS 
DIVISION RESULTS IN LARGE PART FROM THE FACT THAT THE 
WEST SIDE IS LIMITED BY BORDERING HILLS, WHILE THE EAST 


SIDE IS GENERALLY A LEVEL PLAIN. BORDERING THE CITY OF 


TRAFFIC PATTERN 
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Portland are many important suburban areas, to the 


WEST AND SOUTHWEST LIES THE TUALATIN VALLEY•-A RICH 
AGRICULTURAL AREA WHICH IS RAPIDLY DEVELOPING INTO A 
SUBURBAN AREA. TO THE EAST AND SOUTH OF PORTLAND LIES 
A NEARLY LEVEL AREA WHICH IS ALSO EXPERIENCING A RAPID 
GROWTH AS A RESIDENTIAL AREA. 

WHILE THE ECONOMY OF THE CITY IS WELL DIVERS- 
IFI ED , MUCH OF ITS GROWTH CAN BE TRACED TO ITS LOCATION 
AT THE CONFLUENCE OF THE COLUMBIA AND WILLAMETTE RIVERS. 
THIS LOCATION CAUSED THE CITY TO DEVELOP BOTH AS A 
SHIPPING POINT FOR FOREIGN COMMERCE AND AS AN IMPOR¬ 
TANT TERMINUS FOR BARGE TRAFFIC ON THE INLAND WATERWAYS. 
THUS. FORTLAND EXEMPLIFIES THE PRINCIPLE OF URBAN LOCA¬ 
TION THAT POPULATION AND WEALTH COLLECT WHEREVER THERE 
IS A BREAK IN TRANSPORTATION. 

RAW MATERIALS AND FARM PRODUCTS PRODUCED 
THROUGHOUT THE PACIFIC NORTHWEST ARE TRANSPORTED TO THE 
PORTLAND AREA BY HIGHWAYS. RAILROADS. AND WATERWAYS FOR 
MANUFACTURE AND PROCESSING. LUMBER AND FOOD PROCESSING 
ARE THE TWO MAJOR INDUSTRIES. BUT PAPER, PRIMARY PRO¬ 
DUCTION AND FABRICATION OF METALS. AND THE MANUFACTURE 
OF MACHINERY, TEXTILES. APPAREL AND FURNITURE ARE ALSO 
IMPORTANT. IT IS CURRENTLY ESTIMATED THAT THERE ARE 
1.400 MANUFACTURING PLANTS EMPLOYING 60,000 WORKERS IN 
THE PORTLAND METROPOLITAN AREA (MULTNOMAH. CLACKAMAS, 
WASHINGTON COUNTIES IN OREGON, AND CLARK COUNTY IN 
WASH INGTON) . 

TABLE 1 POINTS OUT THE RELATIVE IMPORTANCE OF 
INDUSTRY IN THE FOLLOWING THREE AREAS: 


1. PORTLAND METROPOLITAN AREA. WHICH IN¬ 

CLUDES CLARK COUNTY IN WASHINGTON 

2. OREGON 

3. SEATTLE METROPOLITAN AREA IN WASHINGTON 
THE VALUE CREATED BY THE PROCESS OF MANUFACTURING. WAS 
18 PER CENT HIGHER IN THE PORTLAND METROPOLITAN AREA 
THAN IN THE SEATTLE METROPOLITAN AREA. OVER 40 PER 
CENT OF THE TOTAL NUMBER OF MANUFACTURING EMPLOYEES IN 

Oregon worked at plants in the Oregon portion of the 

PORTLAND METROPOLITAN AREA IN 1947. 


TABLE ! 


SELECTED MANUFACTURING DATA FOR THE PORTLAND AND 
SEATTLE METROPOLITAN AREAS. AND THE STATE OF OREGON 

1947 


Type of 

NUMBER 

AVERAGE NO. 

VALUE ADDED 

ESTABLishment 

OF ESTAB 

OF EMPLOYEES 

BY MFR. 1/ 

ALL ESTABLISHMENTS 




PORTLAND METROPOLITAN AREA 

1 .297 

51.643 

$314.273,000 

STATE OF OREGON 

3,075 

105.591 

675,017,000 

Seattle Metropolitan area 

5 .221 

54,770 

265.422.000 

ESTABLISHMENTS BY TYPE 




PORTLAND METROPOLITAN AREA 




Lumber and wood products 

255 

9.101 

58,611,000 

Food and kindred 

229 

8,658 

52,790.000 

paper a paper products 

26 

4,93'6 

41 .273.000 

PRIMARY METAL 

43 

4.037 

30.396,000 

FABRICATED METAL 

103 

3,691 

19,783.000 

PRINTING AND PUBLISHING 

178 

3.387 

18.593.000 

MACHINERY 

98 

3,367 

17.053.000 

Textile products 

14 

2,905 

12.456.000 

FURNITURE AND FIXTURES 

52 

2.853 

14,093.000 

TRANSPORTATION EQUIPMENT 

32 

2,641 

12,901.000 

ALL OTHERS 

267 

6,067 

36,324,000 

1/ VALUE ADDED BY MANUFACTURE IS 

CALCULATED BY SUBTRACT 1NG COST 


OF MATERIAL. SUPPLIES AND CONTAINERS. FUEL, PURCHASED ELECTRIC 
ENERGY AND CONTRACT WORK FROM TOTAL VALUE OF SHIPMENTS. IT 
APPROXIMATES THE VALUE CREATED IN THE PROCESS OF MANUFACTURING 

SOURCE; CENSUS OF MANUFACTURERS. 1947, BUREAU OF THE CENSUS. 









AS A RESULT OF THE LOCAL PRODUCTION. THE PRE¬ 
SENCE OF A DEEP WATER PORT, AND ITS POSITION AS THE 
CENTER OF AN EXTENSIVE LOCAL MARKETING AREA, PORTLAND 
HAS BECOME AN IMPORTANT WHOLESALING CENTER. IN 1 948, 
THE 1,376 WHOLESALE ESTABLISHMENTS IN THE METROPOLITAN 
AREA HAD SALES EXCEEDING $1,400,000,000. THE 7.400 
RETAIL ESTABLISHMENTS IN THE METROPOLITAN AREA SOLD 
GOODS VALUED AT OVER J772.000.000 IN 1948. PORTLAND 
SERVES AS THE MAJOR WHOLESALING AND TRADING CENTER FOR 
MOST OF OREGON AND THE COLUMBIA RIVER BASIN. 
TRANSPORTATION BASE 

TO MOVE THE RAW MATERIALS INTO PORTLAND FOR 
PROCESSING, FINISHED GOODS TO THEIR MARKETS, AND PEOPLE 
INTO AND OUT OF THE AREA. AN EXTENSIVE TRANSPORTATION 
SYSTEM HAS DEVELOPED. THIS TRANSPORTATION SYSTEM IS 
ILLUSTRATED PICTORIALLY IN FIGURE 2. 

THE PORT OF PORTLAND IS SERVED BY MORE THAN 
FIFTY STEAMSHIP LINES. CURRENT WATER-BORNE COMMERCE’ 
APPROACHED 12 MILLION TONS CONSISTING LARGELY OF LUMBER 
AND WOOD PRODUCTS. PAPER. WHEAT. FLOUR, AND FOOD PROD¬ 
UCTS. THIRTY COMPANIES OPERATE RIVER BOATS ON THE 

Upper Columbia and its tributaries, mainly transporting 

WHEAT DOWN STREAM AND PETROLEUM PRODUCTS TO THE IN¬ 
TERIOR. 

PORTLAND IS SERVED BY FIVE MAJOR RAIL LINES 
AND SEVERAL "SHORT" LINES. IT IS THE NORTHERN TERMI¬ 
NUS OF THE SOUTHERN PACIFIC COMPANY. ONE OF THE MAJOR 

west Coast terminals of the union pacific railroad, and 


a terminal for the Spokane, Portland, and Seattle rail- 


WAY. THE GREAT NORTHERN RAILWAY AND THE NORTHERN PA¬ 


CIFIC RA I LWAY. 






















EIGHT AIRLINES SERVE PORTLAND PROVIDING SER¬ 


VICE TO MANY CONTINENTAL POINTS AND DIRECT SERVICE TO 

Alaska. Hawaii and pacific areas. The highway and road 

SYSTEM SERVING PORTLAND HAS BEEN A DECIDING FACTOR IN 
THE GROWTH OF THE AREA AS A TRADING. WHOLESALING. AND 
MANUFACTURING CENTER. AS THE HIGHWAYS WERE IMPROVED 
AND DEVELOPED. MOTOR TRANSPORTATION BECAME COMPETITIVE 
WITH WATER AND RAIL FACILITIES IN THE AREA SERVED BY 
PORTLAND. TODAY. WITH THE EXPANDED NETWORK OF HIGHWAY 
ROUTES. THE MOST REMOTE CORNERS OF THE STATE ARE WITHIN 
15 HOURS BY TRUCK FROM PORTLAND. 

There are seven us numbered routes augmented 

BY SIX STATE ROUTES CONVERGING UPON THE PORTLAND AREA. 
TWO OF THESE US NUMBERED ROUTES. US99 AND US30. ARE 
PART OF THE INTERSTATE HIGHWAY SYSTEM. IN ADDITION TO 
THE HEAVY USE OF THE STATE AND LOCAL ROAD SYSTEM BY 
PASSENGER CARS. AN INCREASINGLY HEAVY USE HAS BEEN MADE 
OF THE SYSTEM BY MOTOR FREIGHT LINES. ABOUT 100 MOTOR 
FREIGHT LINES HAVE TERMINALS AND FACILITIES IN PORTLAND 
AND HAUL A VARIETY OF FREIGHT TO AND FROM ALL PARTS 
OF THE TRADING AREA AND MANY FARTS OF THE NATION. THE 
HEAVIEST MOTOR FREIGHT MOVEMENT USES US99E TO SERVE THE 
HEAVY POPULATION CONCENTRATION WEST OF THE CASCADES. 

the upper Columbia river Highway, US30. ts also an 

IMPORTANT MOTOR FREIGHT ROUTE AS IT IS THE ONLY WATER 
GRADE ROUTE THROUGH THE CASCADE MOUNTAIN BARRIER. 
SELECTED TRAFFIC GENERATORS 

COMMERCE AND INDUSTRY ARE THE GENERATORS OF 


TRAFFIC IN URBAN AREAS. THE MOST IMPORTANT COMMERCIAL 


GENERATOR OF TRAFFIC IN THE PORTLAND STUDY AREA IS THE 


WEST SIDE CENTRAL BUSINESS DISTRICT. ON THE BASIS OF 
AN OR IGIN-DEST INAT I ON STUDY OF THE PORTLAND AREA MADE 
IN 1946. IT WAS FOUND THAT ABOUT 16 OF EVERY 100 TRIPS 
MADE WITHIN THE AREA HAD AN ORIGIN OR A DESTINATION 
WITHIN THIS DISTRICT. IT IS EXPECTED THAT THE POSITION 

of the Central business district as a generator of 

TRAFFIC WILL NOT CHANGE APPRECIABLY IN FUTURE YEARS. 
OTHER COMMERCIAL DEVELOPMENTS WHICH ATTRACT TRAFFIC 
FROM MORE LIMITED AREAS ARE LOCATED THROUGHOUT THE 
PORTLAND STUDY AREA. IN GENERAL. THE PRESENT AND 
FUTURE LOCATION OF SUCH CENTERS IN THE PORTLAND STUDY 
AREA IS DEPENDENT ON THE DISTRIBUTION OF POPULATION AND 
AVAILABILITY OF TRANSPORTATION FACILITIES. PLANS HAVE 
BEEN ANNOUNCED FOR TWO EAST SIDE RETAIL DEVELOPMENTS 
WHICH WOULD BE IMPORTANT TRAFFIC GENERATORS. BOTH 
DEVELOPMENTS WOULD BE IN PROXIMITY TO THE T. H. BAN- 
FIELD FREEWAY WHICH WILL TAP A LARGE SECTION OF THE 
POPULUS EAST SIDE RESIDENTIAL AREA. THE EFFECT OF 
THESE TRAFFIC GENERATORS HAS BEEN EVALUATED IN THIS 
R EPORT. 

AN INDICATION OF THE LOCATION OF INDUSTRIAL 
TRAFFIC GENERATORS IN THE PORTLAND STUDY AREA IS SHOWN 
ON FIGURE 3. THIS MAP SHOWS THE LOCATION OF EXISTING 
MANUFACTURING CONCERNS AND THE AREAS OF PROBABLE . FUTURE 
INDUSTRIAL EXPANSION. MOST OF THE PRESENT INDUSTRIAL 
AREAS AND THE AREAS OF POSSIBLE DEVELOPMENT ARE ADE¬ 
QUATELY SERVED BY THE FREEWAY-EXPRESSWAY SYSTEM AS IS 


INDICATED ON FIGURE 13. THE MAIN EFFECT OF INDUSTRIAL 




FIGURE 3 


INDUSTRIAL TRAFFIC GENERATORS IN PORTLAND STUDY AREA 
LEGEND 


SOURCE 


« manufacturing concern employing BO 

OR MORE PERSONS. 

AREAS OF POSSIBLE FUTURE INDUSTRIAL 
yy DEVELOPMENT (COMPLETE INFORMATION 
NOT AVAILABLE! 


MANUFACTURING CONCERNS: from * Portland manufacturing 
DIRECTORY 4 '- PORTLAND CHAMBER OF COMMERCE. 

AREAS OF POSSIBLE FUTURE EXPANSION* based mainly 

ON INFORMATION FROM MULTNOMAH COUNTY PLANNING COMMISSION, 
CITY OF PORTLAND PLANNING COMMISSION ■ AND "COLUMBIA RIVER 
INDUSTRIAL SITE SURVEY"— BONNEVILLE POWER ADMINISTRATION, 
AND PORTLAND CHAMBER OF COMMERCE 
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LOCATIONS ON URBAN TRAFFIC PATTERNS IS THAT IT ADDS TO 


PEAK HOUR VOLUMES AS A RESULT OF HOME-TO-WORK MOVEMENTS. 
IN SOME CASES. IT CONTRIBUTES SIGNIFICANTLY TO THE PRO¬ 
PORTION OF HEAVY VEHICLES ON THE MAIN ROADS OF ACCESS 
TO THE AREA. THUS AFFECTING HIGHWAY CAPACITY. 

population trends 

A SIGNIFICANT POPULATION INCREASE WAS MADE IN 
THE PORTLAND STUDY AREA DURING THE 1940’S AS A RESULT 
OF THE LARGE WARTIME SHIP BUILDING PROGRAM. THE AREA 
WAS ABLE TO RETAIN THIS INCREASE AT THE END OF THE WAR 
AND ADD TO IT. MAINLY BECAUSE OF THE EXPANSION OF ITS 
BASIC EMPLOYMENT, BOTH IN ESTABLISHED INDUSTRIES AND 
NEW INDUSTRIES. 

TABLE II AND FIGURE 4 SHOW THE POPULATION 
TREND IN PORTLAND AND THE PORTLAND URBAN AREA FOR THE 
YEARS 1900 TO 1975. THE 5955-1975 FORECAST WAS PRE¬ 
PARED BY THE PORTLAND CITY PLANNING COMMISSION. 

IN GENERAL. THE LARGEST POPULATION GAINS FOR 
THE YEARS 1940 TO 1950 OCCURRED IN THE SUBURBAN AREAS 
SURROUNDING THE CITY. 

AN ANALYSIS OF POPULATION CHANGES IN THE 
PORTLAND STUDY AREA IS SHOWN ON FIGURE 5. THE 1940- 
1950 CHANGES WERE DERIVED FROM CENSUS TRACT AND PRE¬ 
CINCT DATA PUBLISHED BY THE BUREAU OF THE CENSUS. AS 
IS SHOWN ON THE MAP. POPULATION IN A LARGE AREA WITHIN 
THE CITY LIMITS, BOTH ON THE EAST AND WEST SIDES OF THE 
WILLAMETTE RIVER. REMAINED RELATIVELY STABLE DURING THE 
10 YEAR PERIOD. EXPANSION OF INDUSTRIAL AND COMMERCIAL 


ESTABLISHMENTS, IN FACT, CAUSED POPULATION DECREASES 


IN THE WEST SIDE AREA OF DOWNTOWN PORTLAND. HIGH POP¬ 
ULATION DENSITY IN CERTAIN OF THE EAST SIDE AREAS LEFT 
LITTLE ROOM FOR POPULATION EXPANSION. MINOR PER CENT 
INCREASES OCCURRED WITHIN THE CITY LIMITS IN THE OUT¬ 
LYING DISTRICTS. THE LARGEST OF WHICH WAS THE INCREASE 
IN THE SPARSELY POPULATED AREA IN WEST SIDE PORTLAND 
NORTH OF N.W. THURMAN STREET AND CORNELL ROAD. 


TABLE I 1 


POPULATION TRENDS AND FORECAST 
CITY OF PORTLAND AND PORTLAND URBAN AREA 
1920 - 1975 



CITY OF 

PORTL AND 

YEAR 

PORTLAND 

URBAN AREA 

1 900 

90,426 


1910 

207.214 


1 920 

258,288 


1 930 

301 . 815 

393,000 

1 940 

305.394 

422,000 

1 950 

373.628 

600,000 

1 955 

402,900 

666.300 

1 960 

424.200 

728.800 

1 965 

451.600 

801,200 

1 970 

481 ,300 

877.300 

1 975 

505,800 

955.400 


SOURCE: PORTLAND CITY PLANNING COMMISSION. 

JANUARY, 1955. 


THE HIGHEST PER CENT INCREASES IN THE PORT¬ 
LAND STUDY AREA AS A WHOLE, GCCURRED IN THE SUBURBAN 
AREAS ON ALL SIDES OF THE CITY LIMITS. THE TWO LARGEST 
INCREASES IN THE SUBURBAN AREA OCCURRED IN WASHINGTON 
COUNTY WEST OF THE WILLAMETTE RIVER, AND IN MULTNOMAH 
COUNTY EAST OF THE WILLAMETTE RIVER. A TABULATION OF 
THESE CHANGES BY POPULATION DISTRICTS WITHIN THE STUDY 


AREA IS GIVEN ON TABLE III. 









FIGURE 4 

POPULATION TRENDS AND FORECAST 
CITY OF PORTLAND AND PORTLAND URBAN AREA, 1900—1975 

MEDIUM ESTIMATE, 1950-1975 
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-^-PORTLAND URBAN AREA POPULATION NOT AVAILABLE fOR YEARS 1900-1930 
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FIGURE 5 



PRECINCTS 


























































































































































































































































































TABLE I I I 


CHANGES IN PORTLAND STUDY AREA POPULATION 
1940 - 1950 



— o 

H — 

V) 


f— 

z u 

ljj 

a z 
< 

WITHIN CITY LIMITS 

a. — 
o o 
a. 


err x 

Lii (J 
CL 

EAST SIDE 




TOTAL 


4 

26 

SOUTH CITY LIMITS TO S.E. DIVISION ST. 

A 

4 

22 

S.E. DIVISION ST. TO N. AND N.E. FREMONT ST. 

B 

m 

13 

N. AND N.E. FREMONT ST. TO NORTH CITY LIMITS 

C 

+ 

49 

WEST SIDE 




TOTAL 

SOUTH CITY LIMITS TO S.W. JEFFERSON ST.. 


4 

7 

23RD AVE. AND N.W. CORNELL ROAD 

D 

-4 

6 

S.W. JEFFERSON ST., 23RD AVE. AND N.W. CORNELL 




ROAD TO N.W. THURMAN ST. 

E 

- 

8 

N.W. THURMAN ST. TO NORTH CITY LIMITS 

F 

+ 

1 13 

SUBURBAN AREA OUTSIDE CITY LIMITS 




EAST SIDE 




TOTAL 


4 

88 

MULTNOMAH COUNTY 

G 

+ 11! 

CLACKAMAS COUNTY 

H 

+ 

60 

WEST SIDE 




TOTAL 


4 

93 

MULTNOMAH COUNTY 

1 

4 

90 

CLACKAMAS COUNTY 

J 

4- 

64 

WASHINGTON COUNTY 

K 

4- 

114 

TOTAL PORTLAND STUDY AREA 




EAST SIDE 


“4 

39 

WEST SIDE 


4 - 

36 


NOTE: FIGURES BASED ON 1940 AND 1950 CENSUS TRACT AND VOTING PRE- 

Cl NOT DATA PUBLISHED BY THE BUREAU OF THE CENSUS, 


IF POPULATION GROWTH DURING THE 20-YEAR PERI¬ 
OD FROM 1955-1975 FOLLOWS THE TRENDS EXPERIENCED DURING 
THE 1940-1950 PERIOD, FURTHER LARGE SCALE SUBURBAN IN¬ 
CREASES ARE TO BE EXPECTED. WITH INCREASES OF A SMALLER 
MAGNITUDE WITHIN THE CITY LIMITS. ACCORDING TO THE 
CITY PLANNING COMMISSION POPULATION FORECAST, CITY OF 
PORTLAND POPULATION IS EXPECTED TO REACH 505.800 BY 


1975, A 35 PER CENT INCREASE OVER THE 1950 LEVEL. A 59 
PER CENT INCREASE IS ANTICIPATED FOR THE PORTLAND URBAN 
AREA FROM 1950 TO 1975. BASED ON INFORMATION FROM THE 

Multnomah county planning commission, population in the 

EASTERN MULTNOMAH COUNTY PORTION OF THE STUDY AREA IS 
EXPECTED TO INCREASE 4.5 PER CENT PER YEAR DURING THE 
NEXT TWENTY YEARS. TRAFFIC VOLUME IN THIS AREA WILL 
GROW AT AN EVEN FASTER RATE. LARGE TRAFFIC VOLUME IN¬ 
CREASES ARE ALSO EXPECTED IN ALL OTHER SUBURBAN AREAS. 

THE FREEWAY - EXP RESSWAY SYSTEM DEVELOPED IN 
THIS REPORT HAS BEEN DESIGNED TO GIVE MOTORISTS IN 
THESE EXPANDING AREAS AND IN THE EXISTING POPULATED 
AREAS WITHIN THE CITY, EASY ACCESS TO THE COMMERCIAL 
AND INDUSTRIAL AREAS AND OTHER IMPORTANT GENERATORS OF 
TRAFFIC IN THE PORTLAND STUDY AREA. 

VEHICLE REGISTRATIONS 

THE NUMBER OF REGISTERED VEHICLES IN THE ORE¬ 
GON PORTION OF THE PORTLAND METROPOLITAN AREA - - MULTN0 - 
MAH. CLACKAMAS. AND WASHINGTON C0UNTIES - - I NCREASED 63 
PER CENT DURING THE PERIOD FROM 1940 TO 1950. IN 1953 
THE NUMBER OF REGISTERED VEHICLES REACHED 286,170 AND 
IT IS ESTIMATED THAT BY 1975 THIS NUMBER MAY APPROACH 
500,000. THE EXPECTED INCREASE IN THE NUMBER OF VEHI¬ 
CLES. SHOWN IN FIGURE 6, COUPLED WITH THE EXPECTED 
INCREASE IN MILES DRIVEN PER VEHICLE AND PORTLAND'S 
POSITION AS COMMERCIAL CENTER FOR A RAPIDLY GROWING RE¬ 
GION. WILL HAVE AN IMPORTANT EFFECT ON TRAFFIC CONDI¬ 
TIONS IN THE PORTLAND STUDY AREA DURING FUTURE YEARS. 









FIGURE 6 

TOTAL VEHICLE REGISTRATIONS, 1938 TO 1975 
MULTNOMAH COUNTY 6 THREE COUNTY AREA t MULTNOMAH, WASHINGTON a CLACKAMAS) 

PROJECTION 1953 — 1975 
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SOURCE; 1938-1953 DATA FROM MOTOR VEHICLE DIVISION, SECRETARY OF STATE 
\ 9 53 -1975 PROJECTION BY HIGHWAY DEPARTMENT 
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FIGURE 7 

INDEX OF AVERAGE DAILY TRAFFIC AT FIVE PORTLAND LOCATIONS 
(BURNSIDE BRIDGE, N. GREELEY ST a PORTLAND BLVO., N.W. 19th 
8 LOVE JOY ST, S. E. 50 th AVE-, FOSTER RD* B POWELL BLVD. 8 
N, E. FREMONT ST 6 UNION AVE.) 

(1955 = 100 ) 
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• 1955-1975 PROJECTION BASED ON ESTIMATED INCREASES IN PORTLAND URBAN AREA 
POPULATION, VEHICLE USE, a NUMBER Of VEHICLES PER 100 PERSONS 

^ DATA NOT AVAILABLE FOR 1946, 1947 a 1948 
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traffic trends and forecasts 


STUDY AREA 


THE RATE OF GROWTH OF TRAFFIC VOLUMES IN THE 
PORTLAND STUDY AREA WILL VARY FROM AREA TO AREA IN 
ACCORDANCE WITH THE CHANGES IN POPULATION AND COMMER¬ 
CIAL AND INDUSTRIAL ACTIVITY, A COMPOSITE INDEX OF 
TRAFFIC VOLUME AT FIVE PORTLAND LOCATIONS ID SHOWN ON 
FIGURE 7. IN GENERAL. THE INDEX ACCURATELY REFLECTS 
THE CHANGES IN AVERAGE DAILY TRAFFIC IN THE PORTLAND 
STUDY AREA FOR THE YEARS PRIOR TO 1950. FOR THE YEARS 
FROM 1950-1955, HOWEVER. A LEVELING OFF OF TRAFFIC IS 
INDICATED. THIS STABILIZING CF TRAFFIC VOLUME - -NOT 
TYPICAL OF THE PORTLAND STUDY AREA - - WAS CAUSED BY THE 
FACT THAT TRAFFIC VOLUME WAS APPROACHING STREET CAPACI¬ 
TY AT SEVERAL CF THE LOCATIONS INCLUDED IN THE INDEX. 
WHEN SUCH CONGESTION OCCURS. MOTORISTS TEND TO SEEK NEW 
ROUTES AND THE TRAFFIC VOLUME AT CONGESTED LOCATIONS 
TENDS TO STABILIZE AT CAPACITY. THE PROJECTION OF 
TRAFFIC DURING THE PERIOD FROM 1955 TO 1975 SHOWS THE 

LEVEL OF TRAFFIC VOLUME WHICH MIGHT BE EXPECTED IF 
STREET CAPACITY WERE REASONABLY ADEQUATE. 

A PICTURE OF TRAFFIC TRENDS AT TWO LOCATIONS 
WHICH HAVE EXPERIENCED MCR E SIGNIFICANT INCREASES IN 
TRAFFIC VOLUME DURING THE PAST YEARS IS SHOWN ON FIGURE 
8. INCREASED TRAFFIC VOLUMES ON THE ROSS ISLAND BRIDGE 
RESULTED IN PART FROM ITS USE AS AN ACCESS TO EAST SIDE 
AREAS WHICH ARE EXPERIENCING SIGNIFICANT RESIDENTIAL 
GAINS. SOME LEVELING OFF OF TRAFFIC DURING THE PAST 
FEW YEARS ON THE ROSS ISLAND BRIDGE HAS RESULTED FROM 
CONGESTION DURING PEAK HOURS. AS SHOWN ON THE CHART. 



OCCURRED ON S.W. HARBOR DRIVE. THIS RESULTS FROM ITS 
USE AS AN EXPRESSWAY ROUTE INTO THE CITY CENTER BOTH BY 
MOTORISTS FROM RABIDLY GROWING EAST SIDE AREAS AND BY 
MOTORISTS FROM THE EXPANDING AREAS TO THE SOUTHWEST. 


















FIGURE 9 

INDEX OF AVERAGE DAILY TRAFFIC 
ON THE PROPOSED PORTLAND FREEWAY-EXPRESSWAY SYSTEM 

( YEAR OF PROJECT COMPLETION = IOO ) 


300 


NUMBER OF YEARS SUBSEQUENT TO COMPLETION 
PORTLAND FREEWAY-EXPRESSWAY SYSTEM 


OF 


300 



A REVIEW OF VEHICULAR VOLUME INCREASES ON THE 
EIGHT WILLAMETTE RIVER BRIDGES WITHIN THE CORPORATE 
LIMITS OF PORTLAND FOR THE PERIOD 1946-1955 INCLUSIVE 
WAS MADE. THESE EIGHT BRIDGES IN 1946 CARRIED A COM¬ 
BINED VOLUME OF 184.504 VEHICLES. THE 1955 PROJECTED 
ADT FOR ALL VEHICLES ON THE SAME IS EXPECTED TO BE 
257,200; THUS A 40 PER CENT INCREASE WAS REALIZED IN 


THE LAST TEN YEARS. A STUDY OF TRAFFIC VOLUME INCREASE 


AT 27 ’‘EXTERNAL CORDON STATIONS" FROM THE 1 946 SURVEY 
-SHOWED A 51 PER CENT INCREASE IN THE 10-YEAR PERIOD 
1946-1 955. INCLUSIVE. THE 27 "EXTERNAL CORDON STATIONS’ 
IN THE PORTLAND AREA ACCOUNTED FOR 91.562 VEHICLES 
ENTERING AND LEAVING THE AREA IN 1946 AND 138,100 VEHI¬ 
CLES ENTERING AND LEAVING THE AREA IN 1955. 

BECAUSE OF THE DIFFERENT GROWTH PATTERNS PRE¬ 
VAILING IN THE VARIOUS PORTLAND AREAS. IT IS DIFFICULT 
TO DERIVE A SINGLE FACTOR WHICH CAN BE USED TO EXPAND 
CURRENT TRAFFIC VOLUMES TO THE 1975 LEVEL. FOR PUR¬ 
POSES OF THIS REPORT, HOWEVER, IT HAS BEEN ASSUMED THAT 
A DOUBLING OF PRESENT DAY TRAFFIC VOLUMES BY 1975 ON 
THE EXISTING ARTERIAL AND MAJOR STREET SYSTEM WILL 
OCCUR. THIS DOUBLING OF NORMAL TRAFFIC IS BASED ON THE 
FORECASTED INCREASE IN PORTLAND URBAN AREA POPULATION 
AND THE INCREASED USE OF THE MOTOR VEHICLE. 

TRAFFIC TRENDS AND F0RECASTS- -FREEWAY-EXPRESSWAY SYSTEM 
TRAFFIC VOLUMES ON THE PROPOSED PORTLAND 
FREEWAY-EXPRESSWAY SYSTEM ITSELF WOULD EXPAND AT A 
FASTER RATE. FIGURE 9 INDICATES THE GROWTH OF TRAFFIC 
VOLUMES WHICH MIGHT BE EXPECTED DURING THE FIRST 20 
YEARS OF OPERATION. FOR PURPOSES OF COMPARISON. IT HAS 
BEEN ASSUMED THAT THE ENTIRE PROJECT WOULD BE OPENED TO 
PUBLIC USE AT ONE TIME. IT IS ESTIMATED THAT 20 YEARS 
AFTER COMPLETION. TRAFFIC VOLUMES ON THE SYSTEM WOULD 
BE ISO PER CENT ABOVE THE LEVEL OF THE FIRST YEAR OF 
USE. TO ILLUSTRATE THE EFFECT OF THE ESTABLISHMENT OF 
THE FREEWAY - EXPRESSWAY SYSTEM ON TRAFFIC PATTERNS. 


TOTAL TRAFFIC HAS BEEN DIVIDED INTO FOUR COMPONENTS AS 
















































































































































































SHOWN ON FIGURE 9. THESE COMPONENTS ARE AS FOLLOWS: 

1 . TRAFFIC DIVERTED TO THE SYSTEM. OR EX¬ 
ISTING on the System at time of opening. 

THIS VOLUME HAS BEEN USED AS THE BASE IN 
COMPUTING THE INDEX OF TRAFFIC. 

2. normal traffic growth is the increase in 

VOLUME WHICH MIGHT NORMALLY BE EXPECTED 
TO DEVELOP AS THE RESULT OF POPULATION 
INCREASES. INCREASED MOTOR VEHICLE USE 
AND OWNERSHIP. THIS GROWTH MAY BE EX¬ 
PECTED TO OCCUR WITH OR WITHOUT THE BENE¬ 
FIT OF THE FREEWAY-EXPRESSWAY SYSTEM. 
ASSUMING COMPLETE CONGESTION ON PORTLAND 
STREETS IS NOT REACHED. 

3. GENERATED TRAFFIC CONSISTS OF TRIPS THAT 
WOULD BE MADE ONLY IF THE NEW FACILITIES 
WERE AVAILABLE. IT IS MADE UP OF NEW 
TRIPS NOT PREVIOUSLY MADE BY ANY MODE OF 
TRAVEL AND TRIPS THAT WERE PREVIOUSLY 
MADE TO DIFFERENT DESTINATIONS BUT WERE 
SHIFTED TO THE FREEWAY-EXPRESSWAY SYSTEM 
BECAUSE OF ITS ATTRACTIVENESS. LIMITED 
DATA AVAILABLE FOR OTHER FREEWAYS AND 
EXPRESSWAYS IN THE COUNTRY INDICATE THAT 
VOLUME INCREASES ATTRIBUTABLE TO GEN¬ 
ERATED TRAFFIC RANGE UP TO 30 PER CENT 
OF TOTAL TRAFFIC DURING THE FIRST FEW 
YEARS AFTER OPENING. FOR THE PORTLAND 
FREEWAY-EXPRESSWAY SYSTEM AN INCREASE OF 


20 PER CENT HAS BEEN ASSUMED. 


4. DEVELOPMENT TRAFFIC IS THAT DUE TO IM¬ 
PROVEMENTS ON ADJACENT LAND OVER AND 
ABOVE THE DEVELOPMENT WHICH WOULD HAVE 
TAKEN PLACE HAD NOT THE NEW HIGHWAY SYS¬ 
TEM BEEN CONSTRUCTED. IT IS THE VOLUME 
CAUSED BY THE INFLUENCE OF THE FREEWAY¬ 
EXPRESSWAY SYSTEM ON THE DETERMINATION OF 
THE LOCATION OF NEW INDUSTRIAL PLANTS. 
RETAIL CENTERS. HOUSING AND RECREATIONAL 
DEVELOPMENTS. 

THE TRAFFIC PROJECTION FACTOR FOR THE IN- 
CREASE IN TRAFFIC VOLUME ON THE FREEWAY-EXPRESSWAY SYS¬ 
TEM. 2.50 FOR THE 20TH YEAR OVER THE 1ST YEAR. HAS BEEN 
USED AS THE TRAFFIC PROJECTION FACTOR. BECAUSE OF THE 
POSSIBILITY OF INTENSIVE lNDUSIR I AL-COMMERCI AL-RESIDEN- 
T|AL DEVELOPMENT IN AREAS WITH EASY ACCESS TO THE FREE¬ 
WAY-EXPRESSWAY SYSTEM. A HIGH TRAFFIC PROJECTION FACTOR 
OF 3.00 COULD POSSIBLY RESULT FOR THE 20 YEAR PERIOD OF 


THE ESTI MATE . 



PRESENT USE OF 


1955 traffic Flow 

The 1955 TRAFFIC FLOW MAP. FIGURE 10. GIVES A 
GRAPHIC INDICATION OF THE MAGNITUDE OF TRAFFIC VOLUMES 
AS THEY PRESENTLY EXIST AND THE KEY STREETS IN PORTLAND 
AND VICINITY THAT ARE ACCOMMODATING THIS FLOW OF TRAF¬ 
FIC. ONLY THOSE STATE HIGHWAYS AND ARTERIAL STREETS 
WITH AN APPRECIABLE VOLUME OF TRAFFIC APE SHOWN ON THE 
ILLUSTRATION. NO ATTEMPT HAS BEEN MADE TO SHOW THE 
CONCENTRATION OF TRAFFIC IN THE WEST SIDE OR EAST SIDE 
BUSINESS DISTRICTS AS SUCH CONCENTRATION IS IN A RELA¬ 
TIVELY CONFINED AREA AND IS NOT GERMANE TO THE OVER-ALL 
ANALYSIS. 

IT CAN BE READILY SEEN THAT THE STREETS AND 
HIGHWAYS CARRYING THE MAXIMUM FLOW OF TRAFFIC ARE THOSE 
WHICH HAVE OF RECENT YEARS BEEN IMPROVED TO A STANDARD 
AS WILL ACCOMMODATE GREATER VOLUMES OF TRAFFIC. HARBOR 
DRIVE IS RESPONSIBLE FOR THE LARGEST CONCENTRATIONS OF 
TRAFFIC IN THE CITY OF P0RTLAND- -PCINTING OUT THAT THE 
HIGHER THE LEVEL OF DESIGN THE MOPE ITS GREATER ATTRAC¬ 
TIVENESS TO TRAFFIC AND THE MORE ITS USE IS ACCENTUATED. 
H I GHWAY CAPACITY 

THE HIGHWAY CAPACITIES QUOTED HEREIN WERE 
COMPUTED BY THE USE OF FORMULAE AND TABLES DEVELOPED BY 
THE COMMITTEE ON HIGHWAY CAPACITY OF THE HIGHWAY RE¬ 
SEARCH BOARD AND CONTAINED IN THE "HIGHWAY CAPACITY 
MANUAL." THE TERM "PRACTICAL CAPACITY" WAS DEFINED BY 
THE COMMITTEE AS "THE MAXIMUM NUMBER OF VEHICLES THAT 


CAN PASS A GIVEN POINT ON A ROADWAY OR IN A DESIGNATED 


AND HIGHWAY NET 


LANE DURING ONE HOUR WITHOUT THE TRAFFIC DENSITY BEING 
SO GREAT AS TO CAUSE UNREASONABLE DELAY. HAZARD. OR RE¬ 
STRICTION TO THE DRIVERS’ FREEDOM TO MANEUVER UNDER THE 
PREVAILING ROADWAY AND TRAFFIC CONDITIONS." 

ALTHOUGH CAPACITY IS DEFINED IN TERMS OF 
VEHICLES PER HOUR. IT CAN BE EXPRESSED IN TERMS OF ADT 
(AVERAGE DAILY TRAFFIC). TO DO SO IT IS NECESSARY TO 
KNOW WHAT PER CENT OF THE ADT OCCURS DURING THE PEAK 
HOUR. WHEN CAPACITY IS SO EXPRESSED. IT MEANS THAT AN 
ADT OF THAT AMOUNT WILL RESULT IN A PEAK HOUR VOLUME 
EQUAL TO THE HOURLY CAPACITY OF THE FACILITY. 

ANY EXPRESSION OF CAPACITY IS INTIMATELY 
ASSOCIATED WITH THE OPERATING SPEED OF MOTOR VEHICLES 
USING THE FACILITY UNDER STUDY. THIS ASSOCIATION WITH 
RUNNING SPEED IS NECESSARY BECAUSE EACH MOTOR VEHICLE 
OPERATOR SELECTS A SPEED RANGE IN WHICH HE PREFERS TO 
OPERATE. IN ORDER TO MAINTAIN HIS SPEED. HE MUST HAVE 
THE OPPORTUNITY TO PASS SLOWER VEHICLES WITHOUT UN¬ 
REASONABLE DELAY. THE REQUIRED NUMBER OF PASSINGS 
INCREASES WITH AN INCREASE IN HIS SELECTED SPEED AND/OR 
IN THE NUMBER OF VEHICLES ON THE HIGHWAY. OPTIMUM 
CAPACITY OCCURS WHEN THE SPEED RANGE IS 35 TO 40 MILES 
PER HOUR; THEREFORE, THIS SPEED RANGE WAS SELECTED FOR 
COMPUTING CAPACITIES ON URBAN MULTI-LANE FACILITIES, 
SPEED STUDIES HAVE DEMONSTRATED THAT MOTORISTS IN URBAN 
AREAS GENERALLY PREFER THAT RANGE. IT SHOULD BE UNDER¬ 
STOOD THAT THE SPEED RANGE OF BETWEEN 35 TO 40 MILES 


PER HOUR IS NECESSARY TO EFFECT PRACTICAL C A D A C I. T Y 






FIGURE 10 

ALL VEHICLE 

1955 AVERAGE DAILY TRAFFIC 

PRESENT STREETS 
AND HIGHWAYS 


VEHICLES PER Mr 
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DURING THE PEAK HOURS ONLY. FOR OTHER PERIODS OF TIME 


THE SPEED IS CONTROLLED BY THE GEOMETRIC DESIGN OF THE 
FREEWAYS WHICH WILL AFFORD REASONABLY SAFE SPEEDS OF 
FROM 50 TO 60 MILES PER HOUR. OBVIOUSLY. IF DRIVERS 
CANNOT MAINTAIN THSIR SELECTED SPEED. THEIR FREEDOM TO 
MANEUVER IS RESTRICTED RESULTING IN DELAYS WHICH MAY 
BECOME UNREASONABLE. ALTHOUGH THE PHRASE "UNREASONABLE 
DELAY OR RESTRICTION TO THE DRIVERS' FREEDOM TO MA¬ 
NEUVER" IS SOMEWHAT SUBJECTIVE. THE COMMITTEE ON HIGH¬ 
WAY CAPACITY HAS DEVELOPED A LARGE BODY OF SCIENTIFIC 
DATA WHICH MAKES POSSIBLE A RATIONAL DETERMINATION OF 
PRACTICAL CAPACITY FOR ANY HIGHWAY SECTION. 

THE PRACTICAL CAPACITIES QUOTED IN THIS RE¬ 
PORT INDICATE THE MAXIMUM NUMBER OF VEHICLES PER DAY 
WHICH CAN BE ACCOMMODATED ON THE MOST CRITICAL SECTION 
OF THE FACILITY UNDER STUDY WITH EACH DRIVER FREE TO 
OPERATE HIS VEHICLE AT HIS CHOSEN SPEED DURING THE PEAK 
HOUR. WHICH WITHIN REASONABLE LIMITS IS ASSUMED TO BE 
35 TO 45 MILES PER HOUR. ANY INCREASE IN VEHICLE VOL¬ 
UMES WILL REDUCE THE TIME WHEN HE CAN SO OPERATE AND 
CONTINUED INCREASES IN VEHICLE VOLUMES WOULD BRING 
ABOUT A CONDITION WHERE ALL VEHICLES ON THE HIGHWAY 
WOULD OPERATE AT APPROXIMATELY THE SPEED OF THE SLOWEST 
VEHICLE WITH NO PASSING OPPORTUNITIES. WHEN THIS LAST 
CONDITION OCCURS, THE VEHICLES WILL QUEUE UP BEHIND 
SLOW MOVING VEHICLES AND COMPLETE STAGNATION OF TRAFFIC 
COULD RESULT FROM ANY NUMBER OF OCCURRENCES SUCH AS 
INTERSECTIONS AT GRADE. MERGING MOVEMENTS. DISABLED 


VEHICLES, OR TRAFFIC ACCIDENTS. 


Existing Willamette river bridges 


THE VEHICULAR CROSSINGS OF THE WILLAMETTE 

river in the Portland metropolitan area in 1955 were 

PROVIDED BY EIGHT BRIDGES WITH A TOTAL OF 36 TRAFFIC 
LANES. THE PRACTICAL CAPACITY OF THESE FACILITIES IS 
251 .500 VEHICLES PER DAY AS CONTRASTED TO THE 247.200 
AVERAGE DAILY TRAFFIC USING THE BRIDGES. ALTHOUGH THE 
TOTAL CAPACITY SLIGHTLY EXCEEDS TOTAL TRAFFIC. SEVERAL 
OF THE BRIDGES ARE DEFICIENT OR WILL BECOME SO IN THE 
NEAR FUTURE AS TRAFFIC VOLUMES INCREASE WITH NORMAL 
GROWTH. THIS IS FURTHER SUMMARIZED IN THE TABULATION 
FOLL OWING: 
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WILLAMETTE RIVER 

BR 1 DGES 

A.D.T. 

NUMBER OF 
LANES 

CAP AC 1TY 

ST. JOHNS 

13.500 

4 

35.000 

BROADWAY 

41.000 

4 

34.000 

STEEL 

42.700 

4 

42,000 

BURNS 1DE 

41.000 

6 

36 „ 000 

MORR1 SON 

22,500 

3 

20.000 

HAWTHORNE 

28.500 

4 

33.000 

ROSS ISLAND 

37.500 

4 

33,000 

SELLWOOD 

1 1 .000 

2 

9,500 

OREGON C 1 TY - 
WEST LINN 

9,500 

2 

9,000 

TOTAL 

247,200 

33 

251 . 500 


EXISTING STATE AND FEDERAL HIGHWAY SYSTEM 

THE MAP IN FIGURE 11 SHOWS IN RED THE EXIST¬ 
ING INTERSTATE SYSTEM OF HIGHWAYS, IN GREEN THE FEDERAL- 
AID PRIMARY SYSTEM OF HIGHWAYS. IN DASHED GREEN THE FED- 
ERAL-AID SECONDARY SYSTEM OF HIGHWAYS AND IN BLUE OTHER 

state highways in the Portland metropolitan urban area. 

THIS DEVELOPS AN APPRECIATION OF THE MAGNITUDE OF THE 
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FIGURE II 

a FEDERAL HIGHWAY SYSTEM 
1955 


VANCOUVER 
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EXISTING NETWORK OF STATE AND FEDERAL HIGHWAYS AS 


PRESENTLY SERVING PORTLAND AND ITS VICINITY. TO VISU¬ 
ALLY SUPERIMPOSE UPON THIS NETWORK OF HIGHWAYS. THE 
TRAFFIC FLOW (FIGURE 10) AND THE MAJOR DIRECTIONAL DE¬ 
SIRE LINES (FIGURE 12) WILL READILY SHOW THE IMPORTANCE 
OF THIS SYSTEM. IT IS TO DEVELOP PLANS FOR RELIEF OF 
CONGESTION THAT PRESENTLY EXISTS AND WHICH WILL IN¬ 
CREASE IN THE FUTURE ON THIS SYSTEM OF HIGHWAYS THAT 
THIS STUDY IS DIRECTED. IF THIS SYSTEM IS NOT EXPANDED 
OR EXTENDED AND ADEQUATELY COORDINATED WITH A FREEWAY 
AND EXPRESSWAY SYSTEM. STAGNATION WILL TAKE PLACE 
WHICH WILL RETARD THE NORMAL GROWTH OF PORTLAND AND ITS 
VICINITY. 

MAJOR DIRECTIONAL DESIRE LINES 

THE MAJOR DIRECTIONAL DESIRE LINES, WITH RE¬ 
SPECT TO THE PORTLAND METROPOLITAN AREA AS DETERMINED 
FROM THE 1946 OR IGIN-DESTI NAT I ON STUDY AND ADJUSTED FOR 
PRESENT DAY USAGE, ARE SHOWN GRAPHICALLY IN FIGURE 12 
AND DESCRIBED AS FOLLOWS: 

1 . FROM THE DOWNTOWN AREA EASTERLY ALONG THE 
GENERAL LINE OF SULLIVAN GULCH, 

2. FROM THE DOWNTOWN AREA SOUTHEASTERLY 
ALONG THE GENERAL LINE OF FOSTER ROAD. 

3. FROM THE DOWNTOWN AREA SOUTHERLY TO A 
POINT ON THE EAST SIDE OF THE WILLAMETTE 

River in the vicinity of milwaukie. 

4. FROM THE DOWNTOWN AREA SOUTHWESTERLY TO¬ 
WARDS TIGARD. 

5. FROM THE DOWNTOWN AREA WESTERLY ALONG THE 


GENERAL LINE OF CANYON ROAD INTO TUALATIN 


VALLEY. 

6. FROM THE DOWNTOWN AREA NORTHWESTERLY AND 
ACROSS THE WILLAMETTE RIVER TO A TERMINUS 
IN THE ST. JOHNS DISTRICT. 

7. FROM THE DOWNTOWN AREA NORTHERLY ALONG 
THE LINE OF N. ALBINA AVENUE. CROSSING 
THE COLUMBIA RIVER TO VANCOUVER. 

8. FROM THE DOWNTOWN AREA NORTHEASTERLY TO A 
TERMINUS IN THE VICINITY OF N.E. 16TH AND 
SKIDMORE. 

9. A NON-RAD I AL NORTH-SOUTH DESIRE LINE IS 
INDICATED ON THE EAST SIDE OF THE WILLA¬ 
METTE RIVER ALONG THE APPROXIMATE LINE OF 
30TH AVENUE AND EXTENDING FROM A SOUTHER¬ 
LY TERMINUS IN THE MILWAUKIE VICINITY 
NORTHERLY TO FREMONT STREET CONTINUING 
IN LESSER MAGNITUDE TO VANCOUVER. 

10. COMPARATIVELY A LESSER DESIRE LINE IS IN¬ 
DICATED IN THE NORTH PORTLAND AREA APPROX¬ 
IMATING THE LINE OF N. LOMBARD STREET 

WITH TERMINI IN THE ST. JOHNS DISTRICT 
AND INTERSECTION OF N. PORTLAND BOULEVARD 
AND N, DELAWARE AVENUE. 

11. COMPARATIVELY A LESSER DESIRE LINE IS IN¬ 
DICATED IN NORTHEAST PORTLAND ALONG THE 
LINE OF FREMONT AVENUE FROM N. ALBINA TO 
N.E. 47TH AVENUE. PERTINENT STATISTICAL 
FACTS AND COMPARISONS ARE LISTED HEREIN- 
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AFTER 



12. A NON-RAD I AL NORTH-SOUTH DESIRE LINE IS 
INDICATED ALONG A LINE BETWEEN 72ND AND 
82ND AVENUE. SUCH A LINE IS COMPOSED IN 
PART OF TRIPS BETWEEN OREGON CITY AND VIA 
US30 TO THE EAST. 

!3, ANOTHER RADIAL DESIRE LINE IS INDICATED 
IN THE SOUTHEAST AREA LYING IN APPROXI¬ 
MATE AREA SERVED BY S.E, HAWTHORNE BOULE¬ 
VARD AND S.E. DIVISION STREET. 


Figure 12 —Major Directional Desire Lines—All Types of Vehicles 
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BASIC PLAN 


THE EXISTING NETWORK OF STREETS AND HIGHWAYS 

WHEN AN ANALYSIS (FIGURE 7) OF FIVE LOCATIONS ON EXIST¬ 

IN PORTLAND AND VICINITY ON THE EAST SIDE OF THE WILLA¬ 

ING SURFACE STREETS IN THE CITY OF PORTLAND WAS MADE. 

METTE RIVER (SEE FIGURE 11) HAS DEVELOPED AS A GRIDIRON 

IT WAS FOUND THAT IN RECENT YEARS THE NORMAL GROWTH 

PATTERN, THERE BEING NO DIRECT RADIAL ROUTES FROM THE 

PATTERN HAS TAKEN A DECIDED DROP, THIS BEING THE RESULT 

CENTRAL WEST SIDE AREA OTHER THAN N.E. SANDY BOULEVARD. 

OF CAPACITY DEFICIENCIES. WITH THIS SYSTEM OF STREETS 

WHEREAS ON THE WEST SIDE OF THE WILLAMETTE RIVER THE 

AND THE EVER GROWING POPULATION AND TRAFFIC LOAD IN THE 

DEVELOPMENT HAS BEEN MORE IN THE FORM OF RADIAL STREETS 

PORTLAND METROPOLITAN AREA, IT IS APPARENT THAT THE 

AND HIGHWAYS RATHER THAN A GRIDIRON SYSTEM-- BOTH FORMS 

PRESENT SYSTEM IS RAPIDLY BECOMING INADEQUATE TO ACCOM¬ 

BEING INFLUENCED BY THE TOPOGRAPHY. THIS SYSTEM WAS 

MODATE NOT ONLY FUTURE LOADS BUT PRESENT PEAK DEMANDS. 

REASONABLY ADEQUATE FOR THE LIGHT TRAFFIC OF EARLIER 

IN THIS DIRECTION AND IN LIGHT OF PRESENT DAY DESIGN 

YEARS: HOWEVER. AS FAR BACK AS 1941 THE INADEQUACY OF 

STANDARDS. IT IS ADVISABLE TO GIVE CONSIDERATION TO THE 

THE EXISTING STREET NET BECAME APPARENT IN THAT CERTAIN 

ESTABLISHMENT OF A FREEWAY-EXPRESSWAY SYSTEM AND THE 

STAGNATION WAS TAKING PLACE WITH RESPECT TO INGRESS AND 

CONSTRUCTION OF A NUMBER OF MAJOR STREETS INTEGRATED SO 

EGRESS FROM THE WEST SIDE CENTRAL BUSINESS DISTRICT. 

AS TO DEVELOP AN OVER-ALL TRAFFIC PLAN FOR PORTLAND AND 

AS A RESULT THEREOF, HARBOR DRIVE EXPRESSWAY AND ITS 

VICINITY THAT WILL CARE FOR THE NEEDS OF THE AREA. 

ULTIMATE CONVERSION TO FREEWAY STANDARDS, WAS CONCEIVED, 

IN ESTABLISHMENT OF A PLAN. THERE ARE SEVERAL 

PLANNED AND EXECUTED. CAPACITY DEFICIENCIES BEGAN TO 

TYPES OF ROUTINGS OR LOCATIONS WHICH CAN BE GIVEN CON- 

EXIST ALONG THE ROUTINGS OF N.E. SANDY BOULEVARD. E. 

SI D E R A T 1 0 N -- 0 N E IS A GRIDIRON NET, ONE IS A RADIAL NET 

BURNSIDE AND E, STARK STREETS AND THIS COUPLED WITH THE 

AND A THIRD IS A CIRCUMFERENTIAL NETWORK OF STREETS AND 

NEED FOR THE RECONSTRUCTION OF THE COLUMBIA RIVER HIGH¬ 

HIGHWAYS. THE FOCAL POINT OF ALL TRIPS (FIGURE 12) IS 

WAY (US3 0) TO INTERSTATE HIGHWAY STANDARDS. BROUGHT 

THE WEST SIDE CENTRAL BUSINESS DISTRICT AND IT IS THIS 

ABOUT THE CONSTRUCTION OF THE T. H. BANFIELD EXPRESSWAY 

DESIRE FOR MOVEMENT THAT CREATES THE NEED FOR ADDI¬ 

TO FREEWAY STANDARDS. 

TIONAL RADIAL ROUTES THAT WILL ACCOMMODATE THE FLOW BE¬ 

THE EXISTING STREET NETWORK. AS IT HAS GROWN 

TWEEN ALL AREAS IN THE PORTLAND METROPOLITAN AREA AND 

THROUGH THE YEARS. HAS BECOME SOMEWHAT OBSOLETE FROM A 

THE CENTRAL WEST SIDE DISTRICT. THERE WAS. HOWEVER, A 

CAPACITY STANDPOINT. THIS IS QUITE APPARENT IN THE 

GRIDIRON PATTERN OF DESIRE EVIDENCED BY THE THREE NORTH- 

SECTION OF THIS REPORT TREATING WITH TRAFFIC TRENDS 

SOUTH DESIRE LINES BEING BISECTED BY TWO EAST-WEST DE- 
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SIRE LINES AND THUS ANY PROPOSED SYSTEM OF FREEWAYS 


AND EXPRESSWAYS IN PORTLAND AND VICINITY SHOULD TAKE 
INTO CONSIDERATION ROTH THE RADIAL AND GRIDIRON DESIRE 
OF THE TRAFFIC FLOW. 

LEVELS OF DESIGN 

Looking to the future some twenty years 
(1975). A TRAFFIC PROJECTION FACTOR OF 2.50 SHOULD BE 
USED AND THE RESULTANT TRAFFIC VOLUMES WILL INDICATE 
THE TYPE OF FACILITIES NECESSARY. THIS MEANS THERE 
WILL BE 150 PER CENT MORE TRAFFIC IN 1975 THAN THERE IS 
TODAY (1955) IF A FREEWAY AND EXPRESSWAY SYSTEM WERE 
BUILT. SUCH AN INCREASE REFLECTS GENERATED AND DEVEL¬ 
OPED TRAFFIC AS WELL AS NORMAL GROWTH, AND FURTHER 
SHOULD BE CONSIDERED A MINIMUM RATE FOR PURPOSES OF 
DESIGN. SUCH A FACTOR IS TO BE USED WITH JUDGMENT. 

THIS REPORT ONLY TREATS WITH THE DEVELOPMENT 
OF THE FREEWAY, EXPRESSWAY AND MAJOR STREET SYSTEMS. 
IT IS FELT THAT THE ARTERIAL STREETS THAT WOULD BE 
INTEGRATED INTO THESE THREE LEVELS OF DESIGN WOULD BE A 
FUNCTION OF NORMAL GROWTH. SUCH AS ROUTINE REPLACEMENT 
OF STREETS. AND SHOULD NOT BE ANALYZED AT THIS TIME. 
THE DEVELOPMENT OF THE ARTERIAL STREET IS CONSIDERED A 
FUNCTION OF LAND SERVICE WITHIN THE SCOPE OF THIS STUDY 

Table IV summarizes the characteristics of urban ar¬ 
terial HIGHWAYS CLASSIFIED AS MAJOR STREETS, EXPRESS¬ 
WAYS AND FREEWAYS. THESE DESCRIPTIVE DATA CONFORM TO 
THE DEFINITIONS ADOPTED BY AASHO AND THESE THREE LEVELS 
CF DESIGN CAN BE BRIEFLY DESCRIBED AS FOLLOWS: 


FREEWAY: 


COMPLETE CONTROL OF ACCESS , NO 


CROSSINGS AT GRADE. NO LEFT 
TURNS, NO SIGNALS AND NO PARK- 
I NG . 

EXPRESSWAY : PARTIAL CONTROL OF ACCESS, 

SOME INTERSECTIONS AT GRADE, 
BUT MOSTLY SEPARATED: LEFT 
TURNS PROVIDED FOR WITH LEFT- 
TURN REFUGES. NO PARKING. 

MAJOR STREET: ONLY INCIDENTAL CONTROL OF 

ACCESS. CROSSINGS AT GRADE, 
SOME STREETS NOT ALLOWED TO 
CROSS: IN GENERAL. ONE-WAY 

COUPLETS OR SEPARATION BY 
RAISED MEDIANS. PARKING AL¬ 
LOWED IF ROADWAY WIDE ENOUGH 
FOR FOUR MOVING LANES IN ADDI¬ 
TION TO PARKING. 

AREAS TO SERVE 

Referring back to the 1955 traffic flow map 

(FIGURE 10) AND THE DESIRE LINE CHARTS (FIGURE 12) FROM 
THE 1946 PORTLAND METROPOLITAN AREA TRAFFIC STUDY. IT 
INDICATES THAT THERE IS A DEFINITE NEED FOR FREEWAY AND 
EXPRESSWAY DEVELOPMENT IN NORTHEAST PORTLAND. THIS IS 
ALREADY BEING ACCOMPLISHED THROUGH THE CONSTRUCTION OF 
THE T. H. BANFIELD EXPRESSWAY TO FREEWAY STANDARDS. 
the SECOND AREA OF increasing TRAFFIC growth is that to 
THE SOUTHWEST AND WEST ALONG NOT ONLY CANYON ROAD AND 


SUNSET HIGHWAY (US26). BUT THE PACIFIC HIGHWAY WEST 








(US99W) (S.W. BARbUR BOULEVARD). IN THIS AREA THERE IS 
DEFINITE NEED FOR FUTURE FREEWAY DEVELOPMENT. THE DE¬ 
SIRE LINES, THERE BEING TWO. EXTENDING TO THE EAST AND 
THE SOUTHEAST BRING OUT THE NEED FOR THE ESTABLISHMENT 
OF A FREEWAY IN THIS AREA. ANOTHER VERY IMPORTANT DE¬ 
SIRE LINE IS THE NORTH-SOUTH DESIRE LINE ALONG THE 
GENERAL LOCATION OF N. INTERSTATE AVENUE (US99W) BE¬ 
TWEEN PORTLAND AND VANCOUVER. WASH INGTON--THI S NORTH- 


SOUTH FLOW HAS A SECONDARY COMPLEMENT ALONG A NORTH- 
SOUTH LINE AT APPROXIMATELY N.E. AND S.E. 30TH AVENUE 
WHICH ACCOMMODATES BOTH THRU AND LOCAL TRAFFIC FLOW. 
A LESSER DESIRE LINE COMPOSED PREDOMINATELY OF COMMER¬ 
CIAL VEHICLES BUT INCLUDING SUFFICIENT PASSENGER CARS 
IN THE STREAM TO POINT OUT ITS IMPORTANCE. IS THAT 
APPROXIMATING N.E. AND S.E. 82ND AVENUE. 


TABLE IV 

CHARACTERISTICS OF URBAN ARTERIAL HIGHWAYS 

MINIMUM OF FOUR LANES 


DESIGN AND CONTROL FEATURES 

MAJOR STREET 

EXPRESSWAY 

FREEWAY 

Types of vehicles 

ALL 

all 

ALL 

CONTROL OF ACCESS 

USUALLY NONE 

FULL OR PARTIAL 

FULL 

minor cross streets 

AT GRADE OR CLOSED 

TERMINATED 

Terminated 

MAJOR CROSS STREETS 

AT GRADE 

PREFERABLY SEPARATED; 

SOME AT GRADE 

ALL SEPARATED 

CONTROL OF CROSS AND TURNING 
TRAFFIC AT GRADE 

STOP SIGNS OR TRAFFIC SIGNALS 

PREFERABLY STOP SIGNS; 
SOME TRAFFIC SIGNALS 

all Separated 

PRIVATE DRIVEWAYS CONNECTING 
TO THROUGH LANES 

RESTRICTED; SOME RIGHT TURNS 
ONLY 

NONE OR FEW 

None 

ACCESS CONNECTION TREATMENT 

NORMAL OR FLARED 

CHANNEL 1 ZED OR RAMP 

TERMINAL 

RAMP TERMINAL 

FRONTAGE ROADS OR EQUIVALENT 

USUALLY NONE 

WHERE NEEDED 

WHERE NEEDED 

MED 1 AN 

INCLUDED OR ONE-WAY STREETS 

INCLUDED 

INCLUDED 

PEDESTRIAN CROSSINGS 

CROSSWALKS 

CROSSWALKS OR SEPARATED 

ALL SEPARATED 

PARALLEL CURB PARKING 

RESTRICTED OR ELIMINATED 

WHERE FEASIBLE 

EL IMINATED 

ELIMINATED 

SHOULDERS 

SELDOM APPLICABLE 

INCLUDED 

Included 
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THESE DESIRE LINES, COUPLED WITH A STUDY OF 


POTENTIAL TRAFFIC LOAD THAT WOULD BE SHOWN WITH A TRAF¬ 
FIC PROJECTION FACTOR OF 2.00 TO 2.50 FOR 1975. POINTS 
OUT, WHEN STUDYING THE WILLAMETTE RIVER CROSSINGS, THE 
POTENTIALS THAT WILL EXIST IN TRAFFIC DEMANDS IN 20 
YEARS. THE DEVELOPMENT OF A SYSTEM OF MAJOR STREETS. 
EXPRESSWAYS. AND FREEWAYS FOR THE PORTLAND METROPOLITAN 

Area based on the needs of 1975, indicates that there 
WILL BE 544.000 VEHICLES PER DAY DESIRING TO MOVE 
ACROSS THE WILLAMETTE RIVER AT POINTS BETWEEN OREGON 
CITY AND ST. JOHNS. IN ADDITION TO THE EXISTING BRIDGES. 
THE PLAN AS PRESENTLY PRESENTED CONTEMPLATES FIVE ADDI¬ 
TIONAL STRUCTURES AND THAT ADDITIONAL WIDTH WILL BE 
PROVIDED ON TWO OF THE EXISTING STRUCTURES. BECAUSE 
OF THE PROVISION OF ADDITIONAL FACILITIES. CERTAIN IN¬ 
CREMENTS OF TRAFFIC NOT NOW USING THE BRIDGES WILL BE 
GENERATED AND DEVELOPED. 

IT IS PLANNED THAT 64 LANES OF TRANS-RIVER 
TRAFFIC FOR 544,000 VEHICLES PER DAY WILL BE AVAILABLE 
IN 1975 AS COMPARED TO 33 LANES OF TRAFFIC AND 247.200 
VEHICLES PER DAY USING THE PRESENT NINE RIVER CROSSINGS 
IN 1954. WHEN THESE ADDITIONAL BRIDGES. PROPOSED IN 
THE FUTURE PROGRAM. ARE CONSTRUCTED. THEY WILL PROVIDE 
THROUGH THEIR 64 LANES A CAPACITY OF 675,500 VEHICLES 
PER DAY. NORMAL GROWTH IS SUCH THAT ALL BUT THE ST. 
JOHNS BRIDGE WILL BE DEFICIENT IN CAPACITY UNLESS 
ADDITIONAL WILLAMETTE RIVER BRIDGES ARE CONSTRUCTED. 
WHEN THE FIVE ADDITIONAL BRIDGES ARE COMPLETED. BETTER¬ 


MENTS TO FIVE EXISTING BRIDGES ARE MADE AND CERTAIN 


READJUSTMENTS IN TRAFFIC ROUTINGS ARE EFFECTED, THERE 


WILL BE NO SERIOUS CAPACITY DEFICIENCY IN THE STUDY 
AREA EXCEPT ON THE BROADWAY BRIDGE. 

TABLE V SUMMARIZES THE 1955 AND 1975 USAGE 
AND CAPACITIES OF NOT ONLY THE NINE EXISTING WILLAMETTE 
RIVER BRIDGES BUT THE FIVE PROPOSED WILLAMETTE RIVER 
BR I DGES. 

THE CAPACITY OF ANY FACILITY IS DEPENDENT ON 
THE NUMBER OF TRAFFIC LANES. THE WIDTH OF THE LANES, 
THE DISTANCE FROM THE EDGE OF OUTSIDE LANES TO VERTICAL 
OBSTRUCTIONS (SUCH AS CURBS OR TRUSSES). THE LANE 
ARRANGEMENT. THE POSSIBILITY OF UNBALANCED FLOW THROUGH 
REVERSIBLE LANES. THE TERMINAL INTERSECTIONS OR RAMPS, 
THE NUMBER OF COMMERCIAL VEHICLES IN THE TRAFFIC STREAM, 
THE PERCENTAGE OF TOTAL FLOW BY DIRECTIONS DURING THE 
PEAK HOUR. AND THE VOLUME OF PEAK HOUR TRAFFIC WITH 
RESPECT TO THE ADT. SINCE THESE FACTORS VARY FROM ONE 
LOCATION TO ANOTHER. THE CAPACITIES SHOWN IN TABLE V 
ARE NOT PRECISELY PROPORTIONAL TO THE NUMBER OF LANES 
ON EACH STRUCTURE. FOR EXAMPLE. THE BURNSIDE BRIDGE 
HAS A 1955 CAPACITY OF 36,000 AND A 1975 CAPACITY OF 
67,000. THIS INCREASE RESULTS FROM THE PROPOSED RAMPS 
AT BOTH ENDS OF THE BRIDGE. UNTIL THE RAMPS ARE COM¬ 
PLETED. THE CAPACITY IS DEPENDENT ON THE INTERSECTIONS 
AT THE ENDS OF THE BRIDGE. THE 1975 CAPACITY OF 67.000 
IS LESS THAN THE 1975 CAPACITY OF THE NEW MORRISON 
BRIDGE. ALTHOUGH BOTH HAVE SIX LANES AND BOTH CAN BE 
OPERATED WITH FOUR LANES FOR THE HEAVIER DIRECTION 


DURING THE PEAK HOUR. THIS DIFFERENCE RESULTS FROM THE 



GREATER WIDTH OF THE PROPOSED MORRISON BRIDGE 


WIDTH 


PROPOSED WIDENING WILL INCREASE THE CAPACITY 


THE BROADWAY BRIDGE HAS A LOW CAPACITY BE¬ 
CAUSE OF THE TRAFFIC SIGNALS AT THE INTERSECTION OF THE 
LOVEJOY AND BROADWAY RAMPS. AND THE LOW 1955 CAPACITY 
ON THE ROSS ISLAND BRIDGE RESULTS FROM THE NARROW LANE 


TO 40,000 VEHICLES PER DAY IN 1975. 

OTHER VARIATIONS BETWEEN BRIDGES WITH 
NUMBERS OF LANES CAN BE EXPLAINED BY THEIR LANE 
AND ARRANGEMENT OR BY THEIR TRAFFIC PATTERN. 


TABLE V 

TRANS-WILLAMETTE RIVER TRAFFIC 


1955 _ _ 1975 


EXISTING 

BRIDGES 

A.D.T, 

NO. OF 
LANES 

CAPA¬ 

CITY 

EST. 

A.D.T. 

1/ 

Na OF 
LANES 

CAPA¬ 

CITY 

REQ 

ADtt 

LANES 

REDIS¬ 
TRIBUTED 
A.D.T.2/ 

CAPA¬ 

CITY 

REQ. 

ADD. 

LANES 

ST. JOHNS 

13.500 

4 

35,000 

27,000 

4 

35.000 

9 

30.000 

35,000 

0 

BROADWAY 

41,000 

4 

34,000 

82.000 

4 

34,000 

4 

50,000 

34,000 

2 

STEEL 

42,700 

4 

42,000 

85,400 

6 

61,000 

2 

55,000 

61,000 

0 

BURNSIDE 

41,000 

6 

36,000 

82.000 

6 

67,000 

2 

70,000 

67.000 

0 

MORR1 SON 

22,500 

3 

20,000 

45.000 

6 

80,OOC 

0 

50,000 

80.000 

0 

Hawthorne 

28,500 

4 

33,000 

57,000 

4 

33,000 

2 

30,000 

33,000 

0 

ROSS ISLAND 

37,500 

4 

33,000 

75,000 

4 

40,000 

2 

45,000 

40.000 

0 

SELLWOOD 

11,000 

2 

9,500 

22,000 

2 

9,500 

2 

1 0,000 

9,500 

0 

Oregon City- 

WEST LINN 

9,500 

2 

9,000 

17,000 

2 

9,000 

2 

9,000 

9,000 

0 

total 

247,200 

33 

251 .500 

494,000 

38 

368,500 

16 

349.000 

368,500 

2 


Proposed 

BRIDGES 

FREMONT 

8 

80,000 

95,000 

0 

Mr. hood 

6 

65,000 

80,000 

0 

SELLWOOD 

4 

30,000 

44.000 

0 

OSWEGO 

4 

10.000 

44,000 

0 

OREGON CITY- 
WEST LINN 

4 

10,000 

44,000 

0 

TOTAL 

26 

195,000 

307,000 

0 

Grand Total 

64 

544,000 

675.500 

2 


1/ Normal growth without freeway-Expressway System. 

2 / TRAFFIC PROJECTION WITH FREEWAY-EXPRESSWAY SYSTEM. 


EQUAL 

WIDTH 
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THE FREEWAY-EXPRESSWAY SYSTEM 


THE FOREGOING DATA STATE THE NEED FOR A PLAN. THE TYPE OF PLAN NEEDED AND OTHER RELATED DATA. THE 
SYSTEM CAN BE BEST SUMMARIZED BY ENUMERATING THE SEVERAL PROJECTS RECOMMENDED AND BY REFERENCE TO FIGURE 13. 


OVER - ALL 


FREEWAYS 


NAME 


SECT I ON 


FI BANFIELD, US30 

F2 HARBOR DRIVE. US99 

F3 PORTLAND-SALEM . US99 

F 4 MT. HOOD. US26 

F5 SUNSET. US26 

F 6 INDUSTRIAL. US30 

F 7 DELAWARE, US99 

F6 STADIUM. ALTERNATE US99-US30 

F 9 FREMONT. ALTERNATE US30 

FtO LAURELHURST. ALTERNATE US99 

F!1 EAST BANK 

F12 CASCADE, ORE213 

Ft3 SELLWOOD 

F t 4 GLENCULLEN 


WILLAMETTE RIVER - FAIRVIEW 
STEEL BRIDGE - PORTLAND - SAL EM FREEWAY 
HARBOR DRIVE FREEWAY • TUALATIN RIVER 
HARBOR DRIVE FREEWAY - LINNEMAN JUNCTION 

Wheeler Avenue - harbor drive freeway 

ST. JOHNS BRIDGE - STEEL BRIDGE 
VANCOUVER. WN. - HARBOR DRIVE FREEWAY 

SUNSET FREEWAY • FREMONT FREEWAY 
STADIUM FREEWAY ■ BANFIELD FREEWAY 
COLUMBIA RIVER ■ PORTLAND - SALEM FREEWAY 
HARBOR DRIVE FREEWAY - MT. HOOD FREEWAY 
MARINE DRIVE - OREGON CITY 

PORTLAND-SALEM FREEWAY - LAURELHURST FREEWAY 
BARBUR BOULEVARD - BEAVERTON-HILLSDALE HIGHWAY 


EXPRESSWAYS 


Et MCLOUGHLIN, US99E 

E 2 MT. HOOD. US26 

E3 EASTSIDE 

E4 INDUSTRIAL, US30 

E5 OREGON CITY BRIDGE, ORE43 

E6 WATER ST.. US99E 

E7 MULTNOMAH 

E8 COLUMBIA. US30 BYPASS 

E9 BARNES ROAD 

E10 JOHNSON CREEK 

Ell HILLSBORO 

E12 CEDAR HILLS-TUALATIN 

E13 OATFIELD ROAD 

E14 SUNSET-ST. JOHNS 


STEPHENS-UN I ON-GRAND AVENUES - REEDWAY ST. 

LINNEMAN JUNCTION - SANDY 

MULTNOMAH ST. - MCLOUGHLIN EXPRESSWAY 

BURLINGTON - ST. JOHNS BRIDGE 

WEST LINN - OREGON CITY 

GLADSTONE - 1OTH ST. (OREGON CITY) 

CEDAR HILLS-TUALATIN EXPRESSWAY - PORTLAND-SALEM FREEWAY 
ST. JOHNS BRIDGE - 122ND AVE. 

Sunset freeway - stadium freeway 

LAURELHURST FREEWAY - MT. HOOD FREEWAY 
WHEELER AVENUE - SUNSET FREEWAY 
Sunset freeway - Portland-salem freeway 
LAURELHURST FREEWAY - CASCADE FREEWAY 

Sunset freeway - Industrial freeway 
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MAJOR STREETS 


NAME 


Ml BARBLIR boulevard 

M2 UNION-GRAND AVE, COUPLET. US99E 

M3 BEAVERTON-HtLLSDALE HIGHWAY. 

ORE 10. AND BERTHA BLVD. 

M4 MACADAM STREET, ORE43 

M5 MORRISON BRIDGE AND MORRISON- 

BELMONT ST. COUPLET 
M6 HAWTHORNE BRIDGE APPROACH AND 

HAWTHORNE-MAD I SON ST. COUPLET 
M7 DIVISION STREET 

M8 82ND AVENUE 

M9 Tualatin valley highway, ores 

MIO I22ND AVENUE 

Mil E . BURNS IDE STREET 

Ml 2 HALSEY STREET 

Ml 3 MCLOUGHLIN BOULEVARD. US99E 

M14 POWELL BLVD. - FOSTER ROAD 

Ml 5 15TH-!6TH AVENUE COUPLET 

M1 6 OSWEGO HIGHWAY. ORE43 

Ml 7 POWELL VALLEY ROAD 

Mi 8 Scholls ferry highway, 0RE210 

Ml 9 CORNELL ROAD 

M20 LAKE ROAD 

M21 CLACKAMAS HIGHWAY. ORE212 

M2 2 GRESHAM ROAD 

M23 SANDY BOULEVARD. US30 BYPASS 

M24 162ND AVENUE 


THIS SYSTEM OF FREEWAYS WAS DESIGNED TO AC¬ 
COMMODATE THE DESIRE FOR MOVEMENT. THE EXISTING TRAFFIC 
FLOW AND AT THE SAME TIME TO CARE FOR NEIGHBORHOOD DEV¬ 
ELOPMENT AND IMPROVEMENT. 

the system of expressways further complements 

THE FREEWAY SYSTEM BY INTEGRATING ADDITIONAL GRIDIRON 
ROUTES AND SOME RADIAL ROUTES INTO THE FOREGOING SYSTEM. 
THE EXPRESSWAY SYSTEM IS FURTHER COMPLEMENTED BY THE 
IMPROVEMENT OF MINIMUM NUMBER OF MAJOR STREETS, SUCH 


SECT I ON 


BERTHA BLVD. - TIGARD 
LOMBARD ST. - DIVISION ST. 

BEAVERTON - BARBUR BLVD. 

HAMILTON ST. - SELLWOOD BRIDGE 

HARBOR DRIVE FREEWAY - 39TH AVENUE 

WILLAMETTE RIVER - 50TH AVENUE 
21ST AVE. - POWELL VALLEY RD. 

SANDY BLVD. - DUKE ST. 

REEDVILLE - MULTNOMAH CO. LINE 
SANDY BLVD. - JOHNSON CREEK EXPRESSWAY 
UNION AVE. - GRESHAM ROAD 
BANFIELD FREEWAY - 122ND AVE. 

milwaukie - Gladstone 

PORTLAND - SALEM FREEWAY - 82ND AVE. 
LOMBARD ST. - MULTNOMAH ST. 

SELLWOOD BRIDGE - WEST LINN 
82ND AVE . - GRESHAM 

raleigh hills - progress 

SUNSET FREEWAY - STADIUM FREEWAY 
LAURELHURST FREEWAY - CASCADE FREEWAY 
CLACKAMAS CUTOFF - CARVER 
Fairview - Gresham 

122ND AVE. - FAIRVIEW 

SANDY BLVD. - POWELL VALLEY ROAD 


MAJOR STREETS GIVING SUFFICIENT LEVEL OF TRAFFIC SER¬ 
VICE AND BEING IN SUFFICIENTLY CLOSE PROXIMITY TO FREE¬ 
WAYS OR EXPRESSWAYS TO OBVIATE THE NEED FOR A HIGHER 
LEVEL OF DESIGN. GENERALLY SPEAKING. THE MAJOR STREET 

System complements the existing approaches to the Will¬ 
amette RIVER BRIDGES IN THE CENTRAL EAST SIDE AREA AND 
CARES FOR SOME OF THE IMPORTANT NORTH-SOUTH ONE-WAY 
COUPLET ROUT INGS. 

A DETAILED SUMMARY OF COST AS WELL AS OTHER 
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FIGURE 13 
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PERTINENT DATA RELATING NOT ONLY TO THE THREE MAJOR 
TYPES OF PROJECTS BUT TO EACH INDIVIDUAL PROJECT IS 
CONTAINED HEREINAFTER. 

benefits Realized from freeway-Expressway system 

THE VEHICLE TIME ZONES SHOWN IN FIGURE 14 
PORTRAY THE AVERAGE TIME REQUIRED TO MAKE A ONE-WAY 
TRIP FROM THE INTERSECTION OF FOURTH AVENUE AND MORRI¬ 
SON STREET TO ANY POINT IN THE STUDY AREA, THIS ILLUS¬ 
TRATION SHOWS BOTH PRESENT DAY AND FUTURE CONGESTION ON 
THE PRESENT ARTERIAL SYSTEM AS REFLECTED IN DRIVING 
TIME AS WELL AS TIME ZONES AS THAN WOULD EXIST IF THE 

Freeway - expressway system were constructed, consider¬ 
able DATA WERE AVAILABLE FROM TECHNICAL REPORT NO. 49-2 
"1946 - PORTLAND METROPOLITAN AREA TRAFFIC SURVEY ," AND 
FROM THE FILES OF THE STATE SPEED CONTROL BOARD AND 
WERE USED IN THIS ANALYSIS. 

IN THE CASE OF PROPOSED FREEWAYS AND EXPRESS¬ 
WAYS, SPEEDS WERE ASSUMED ON THE BASIS OF THE DESIGN 
SPEED. AND KNOWN CHARACTERISTICS OF EXISTING FACILITIES 
OF THE SAME TYPE. SPEEDS FOR THE VARIOUS STREETS IN 
1975 WERE BASED ON 1955 SPEEDS REDUCED IN ACCORDANCE 
WITH THE RESULTS OF VOLUME-SPEED STUDIES CONDUCTED BY 
THE BUREAU OF PUBLIC ROADS.1/ THESE STUDIES SHOWED A 
MARKED RELATIONSHIP BETWEEN VEHICLE VOLUMES AND VEHICLE 
SPEEDS. AND ARE BELIEVED TO BE THE BEST AVAILABLE 
SOURCES OF INFORMATION FOR THIS PURPOSE. 

.THE TIME ZONE CONTOURS ON THE BASE MAP IN 

“ HI GHWAY CAPACITY MANUAL. U. S. DEPARTMENT OF COM- 


ERCE. BUREAU OF PUBLIC ROADS, WASHINGTON 25, D. C. 


FIGURE 14 SHOW AVERAGE TIMES UNDER EXISTING 1955 TRAF¬ 
FIC volumes. The first overlay in Figure m shows time 

ZONES FOR 1975 ASSUMING NO FURTHER CONSTRUCTION OF 
FREEWAYS OR EXPRESSWAYS IN THE AREA. THE SECOND OVER¬ 
LAY in figure 14 shows time zones for 1975 assuming 

THAT THE PROPOSED FREEWAY-EXPRESSWAY SYSTEM WAS COM¬ 
PLETED . 

THE ECONOMIC BENEFITS WHICH WOULD ACCRUE TO 
THE PORTLAND AREA FROM THE FREEWAY SYSTEM ALONE WOULD 
EASILY JUSTIFY THE COST OF THE SYSTEM. THE DIRECT BENE¬ 
FITS ALONE WOULD VERY CONSERVATIVELY EXCEED THE COST OF 
THE SYSTEM BY AT LEAST $91,000,000. 

AN ECONOMIC JUSTIFICATION FOR THE LOS ANGELES 
METROPOLITAN FREEWAYS HAS BEEN DEVELOPED AND APPEARED 
IN SOME DETAIL IN AN ARTICLE ENTITLED "SAFER HIGHWAYS" 
IN THE JANUARY - FEBRUARY . 1955. ISSUE OF "CALIFORNIA 
HIGHWAYS AND PUBLIC WORKS.” THE AUTOMOBILE CLUB OF 
SOUTHERN CALIFORNIA IN PREPARING THE ARTICLE REPORTED 
THAT THERE IS AN INDICATED SAVINGS OF 4.2 CENTS PER VE¬ 
HICLE MILE WHEN FREEWAYS ARE USED. ANOTHER STUDY.' 
"ECONOMY OF FREEWAYS" BY L. W. GARDNER OF THE CITY OF 
LOS ANGELES. REPORTED IN THE DECEMBER. 1953, ISSUE OF 
"TRAFFIC ENGINEERING," DEVELOPED A "CONSERVATIVE YARD¬ 
STICK" OF SAVINGS TO THE MOTORIST DERIVED FROM THE LOS 
ANGELES FREEWAYS. THE RESULTS OF THIS STUDY INDICATED 
MINIMUM BENEFITS OF TWO CENTS PER VEHICLE MILE. IN 
THIS LATTER STUDY, THE HEAVILY USED FREEWAYS IN THE 
MORE CONGESTED URBAN AREAS WERE FOUND TO PAY FOR THEM¬ 


SELVES FASTER THAN THE FREEWAYS IN THE LESS CONGESTED 
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FIGURE 14 


1955 TIME ZONE CONTOUR 
1975 TIME ZONE CONTOUR 

NO STREET IMPROVEMENT 
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AREAS, EVEN THOUGH THEY WERE MUCH MORE COSTLY. 

THE ACTUAL DIRECT BENEFITS DERIVED FROM THE 
PROPOSED PORTLAND FREEWAY SYSTEM WOULD PROBABLY FALL 
SOMEWHERE BETWEEN THE HIGH AND LOW ESTIMATES OF 4.2 
CENTS AND 2.0 CENTS PER VEHICLE MILE. DURING THE 
TWENTY YEAR PERIOD, 1955*1975. THE FREEWAY SYSTEM AS 
PROPOSED FOR THE PORTLAND AREA WOULD DEVELOP SOME 
762,000,000 AVERAGE ANNUAL VEHICLE MILES. THIS AMOUNTS 
TO AN AVERAGE ANNUAL BENEFIT CF $18,300,000 AT 2.0 
CENTS PER VEHICLE MILE AND $38,430,000 ON BASIS OF 4.2 
CENTS PER VEHICLE MILE. USING THE HIGH BENEFIT OF 4.2 
CENTS PER VEHICLE MILE. TOTAL SAVINGS OF $768,000,000 
WOULD BE REALIZED BY 1975. THIS COMPARES WITH A LOW OF 
$366,000,000 BASED ON THE 2.0 CENTS PER VEHICLE MILE 
BENEFIT. THESE BENEFITS WHEN CONTRASTED WITH THE TOTAL 
COST OF $275,000,000 FOR PROVIDING THE FREEWAY SYSTEM 
FOR THE PORTLAND AREA GIVE AN INTERESTING COMPARISON. 
IT SHOWS THAT THERE WILL BE HIGH AND LOW NET BENEFITS 
OF $493,000,000 AND $91,000,000. RESPECTIVELY. 

IN ADDITION TO THE DIRECT BENEFITS FROM RE¬ 
DUCED OPERATING COSTS. WHICH INCLUDE ACCIDENT REDUCTION, 
TIME SAVING, ET CETERA. THAT CAN BE EVALUATED AS DIRECT 
BENEFITS AND DEFINITELY GIVEN ON TERMS OF MONETARY SAV- 
1NG FOR THE MOTORIST USING THE FREEWAYS. THERE ARE MANY 
INDIRECT BENEFITS THAT SHOULD NOT BE OVERLOOKED, THESE 
BENEFITS ACCRUE TO THE GENERAL CITIZENRY OF A COMMUNITY 
AND ARE RATHER DIFFICULT TO EVALUATE IN MONETARY TERMS 
ALTHOUGH NONE THE LESS REAL. AMONG THESE ARE STABILI¬ 
ZATION OF PROPERTY VALUES OR THE ENHANCEMENT THEREOF, 


RELIEF OF EXISTING OVERBURDENED SURFACED ARTERIES, IN¬ 
CREASING OF THE PRACTICAL RADIUS OF REAL ESTATE DEVELOP¬ 
MENT ON A TRAVEL TIME BASIS, INCREASED ACCESS FROM 
RESIDENTIAL NEIGHBORHOODS TO RECREATIONAL OR CULTURAL 
FACILITIES, INCREASED MOBILITY IN TIME OF DISASTER AND 
EMERGENCIES. INCREASED TOURIST TRAVEL. REDUCTION OF 
STRAIN IN DRIVING. AND MANY OTHER ADVANTAGES THAT WOULD 
NATURALLY ACCRUE FROM A BETTERMENT IN TRANSPORTATION 
FACILITIES. 

THE BENEFITS THAT WOULD ACCRUE TO A LARGE 
NUMBER OF MOTORISTS WOULD NOT BE ON THE FREEWAY SYSTEM 
ALONE. BUT WOULD ALSO ACCRUE TO THE EXISTING ARTERIAL 
STREETS AND TO THE PROFOSED MAJOR STREETS AND EXPRESS¬ 
WAYS. THE FREEWAY SYSTEMS IN THEMSELVES WILL TAKE SUF¬ 
FICIENT TRAFFIC FROM THE EXISTING SURFACED STREETS SO 
THAT THEY CAN SERVE THE MOTORIST MORE EFFICIENTLY AND 
BECAUSE OF THE REDUCTION IN CONGESTION. ACCIDENT FRE¬ 
QUENCY WILL BE DECREASED AND STRAIN OF DRIVING WILL BE 
LESSENED; THUS THESE INDIRECT BENEFITS ARE MANY. 



RECOMMENDED PROGRAM 


Generally, it can be said that the freeway 

ANNUAL 

TYPE OF WORK NO. MILES VEHICLE MILES COST . 

SYSTEM IS THE "BACKBONE" OF THE OVER-ALL PROGRAM AND 

FREEWAYS 96.16 1.059,155,000 $274,975,000 

EXPRESSWAYS 74.06 330,410,000 52,690,000 

SATISFIES THE BASIC TRAFFIC PATTERNS AS EVIDENCED BY 

MAJOR STREETS 120.65 648,117.000 43.380.000 

THE DESIRE LINES IN FIGURE 12. THE EXPRESSWAY SYSTEM 

TOTAL 290.87 2,037,682,000 $371,045,000 

COMPLEMENTS THE FREEWAY SYSTEM WHILE THE MAJOR STREET 

COST ESTIMATES FOR THE FREEWAY SYSTEM WERE 

SYSTEM INTER-TIES THE FREEWAYS AND EXPRESSWAYS WITH 

BASED ON FIELD AND OFFICE RECONNAISSANCE FOR THE PUR¬ 

OTHER ARTERIAL STREETS. 

POSE OF DETERMINING LOCATION AND DESIGN, PRELIMINARY 

THE FINAL LOCATION OF THE PORTLAND EXPOSITION- 

PLAN AND PROFILE WERE DEVELOPED FOR EACH PROJECT FROM 

RECREATION CENTER HAS NOT BEEN DECIDED AND THEREFORE 

THESE DATA. FIELD APPRAISALS OF RIGHTS OF WAY WERE 

SOME CHANGES MAY BE NECESSARY TO CONFORM TO THE PRO- 

ALSO OBTAlNED. 

POSED TRAFFIC PATTERN THAT WOULD BE CREATED BY SUCH A 

WITH RESPECT THE EXPRESSWAY SYSTEM. A FIELD 

CENTER AFTER THE SELECTION IS MADE. THE TIME PERIOD 

AND OFFICE RECONNAISSANCE FOR LOCATIONS WAS UTILIZED IN 

WITHIN WHICH THIS REPORT WAS PREPARED DID NOT ALLOW 

THE DEVELOPMENT OF THE PRELIMINARY PLAN. AVERAGE UNIT 

DETAILED INVESTIGATION OF POTENTIAL LAND DEVELOPMENT IN 

COSTS FOR CONSTRUCTION AND RIGHT OF WAY WERE USED FOR 

CERTAIN AREAS--SCHOOL DEVELOPMENT. PARK DEVELOPMENT. 

PURPOSES OF DETERMINING TOTAL COSTS OF THE SEVERAL PRO¬ 

SUB-DIVISION, ET CETERA. IT HAS QUITE RECENTLY BEEN 

JECTS. HOWEVER, IN THE INSTANCE OF SOME OF THE EXPRESS¬ 

DETERMINED THAT THERE ARE SOME AREAS WITHIN WHICH FREE¬ 

WAYS. FIELD APPRAISALS OF RIGHTS OF WAY AND DETAILED 

WAYS OR EXPRESSWAYS HAVE BEEN LOCATED WHICH, BY REASON 

ESTIMATES WITH RESPECT TO COST WERE AVAILABLE FOR IN¬ 

OF PROPOSED DEVELOPMENT. WILL NECESSITATE RELOCATION OF 

CLUSION IN THE STUDY. 

THE HIGHWAYS WHEN FINAL SURVEYS ARE MADE AND BEFORE THE 

the major Street system had its cost devel¬ 

LOCATION CAN BE ADOPTED. 

oped primarily on the basis of unit cost data from 

THE TOTAL PROGRAM (FREEWAYS, EXPRESSWAYS, 

OTHER COMPARABLE PROJECTS FOR WHICH INFORMATION WAS 

AND MAJOR STREETS) COSTS $371,045,000. OF THIS AMOUNT 

available. Field appraisals were obtained for rights 

FUNDS FOR FINANCING $40,000,000 OF PROJECTS HAVE BEEN 

OF WAY ON CERTAIN CRITICAL PROJECTS WHERE SUCH COSTS 

PROVIDED OR WILL BE AVAILABLE WITHIN THE NEXT TWO YEARS, 

WERE OF CONSIDERABLE MAGNITUDE. ALL OF THE ESTIMATES 

THERE ARE A TOTAL OF 291 MILES OF IMPROVEMENT IN THIS 

WERE BASED ON CURRENT COST DATA. 

PROGRAM. IT IS SUMMARIZED AS FOLLOWS: 
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Cost of freeway projects 


THE TOTAL COST OF THE FREEWAY SYSTEM IS JUST 
UNDER $275,000,000. THERE ARE A TOTAL OF 96 MILES OF 
FREEWAYS PROPOSED IN THIS STUDY. A SUMMARY FOR THE 14 
FREEWAYS IS AS FOLLOWS: 



FREEWAY 

LENGTH 

ANNUAL 

TRAVEL 

TOTAL COST 



(MILES) 

(VEH. MILES) 

($) 

FI 

BANF1 ELD 

2.54 

60,262.000 

7,175,000 

F2 

HARBOR DRIVE 

I .29 

32,560,000 

5.140,000 

F3 

PORTLAND-SALEM 

6.61 

1 04,087,000 

11,510.000 

F4 

MT. HOOD 

10.11 

102.364,000 

26,030,000 

F5 

SUNSET 

10.56 

94,509,000 

17,070,000 

F6 

INDUSTRIAL 

6.44 

59,057,000 

24,500.000 

F7 

DELAWARE 

6.00 

82,161,000 

24,200,000 1/ 

F8 

STADIUM 

2.41 

63,346,000 

29,150,000 ‘ 

F9 

FREMONT 

6.21 

58.163,000 

24,960,000 

FI 0 

LAUPELHURST 

20.83 

213,368.000 

42,120,000 

F11 

EAST BANK 

1 .86 

16,973,000 

10,700,000 

FI 2 

Cascade 

15.12 

127.356,000 

24,190,000 

FI 3 

SELLWOOD 

3.64 

31 ,043,000 

9,230,000 

FI 4 

GLENCULLEN 

2.54 

13.906,000 

19,000,000 


TOTAL 

96.16 

1 ,059,155,000 

274,975,000 


1/ INCLUDES $14,000,000 FOR NEW INTERSTATE BRIDGES TO BE PAID FOR 
THROUGH TOLL COLLECTION. 


IT MIGHT BE WELL TO REITERATE THE DESIGN 
CHARACTERISTICS OF THE FREEWAY SYSTEM ON WHICH THESE 
COST ESTIMATES WERE BASED. THE FREEWAY DEVELOPS COM¬ 
PLETE CONTROL OF ACCESS, THERE ARE NO CROSSINGS AT 
GRADE, NO LEFT TURNS. NO SIGNALS, AND NO PARKING. 
THERE IS UNINTERRUPTED FLOW OF TRAFFIC ENTERING, LEAV¬ 
ING, AND WHILE TRAVERSING THE FREEWAY. IN THE DIS¬ 
CUSSION FOR EACH FREEWAY PROJECT, THERE IS PRESENTED IN 
SOME DETAIL THE LOCATION, THE TRAFFIC VOLUMES, TYPE OF 
CONSTRUCTION, COST, AND THE RELATION OF EACH INDIVIDUAL 
FREEWAY WITH RESPECT TO THE TOTAL SYSTEM. 


THE DETAIL LOCATION DRAWINGS FOR THE FREEWAY 


SYSTEM DO NOT IN EVERY INSTANCE REFLECT FINAL LOCATION 
OR DESIGN. BUT RATHER DO THEY REFLECT THE APPROXIMATE 
LOCATION AND DESIGN AND WERE THE BASIS UPON WHICH COSTS 
OF THE PROJECTS WERE DETERMINED. 

TRAFFIC VOLUMES THAT CAN BE EXPECTED ON THE 
FREEWAY SYSTEM BY 1975 ARE PORTRAYED GRAPHICALLY IN 
FIGURE 15. FIGURES 16, 17, 18 AND 19 ARE AERIAL PHOTO¬ 

GRAPHS OF PORTLAND ON WHICH PORTIONS OF THE FREEWAY 
AND EXPRESSWAY SYSTEM HAVE BEEN SUPERIMPOSED. 

COST OF EXPRESSWAY PROJECTS 

THE EXPRESSWAY SYSTEM AS SET FORTH FOR THE 
PORTLAND METROPOLITAN AREA HAS BEEN SEGREGATED INTO 
SOME 14 PROJECTS WHICH ACCOUNT FOR 74 MILES OF TOTAL 
LENGTH AND WOULD COST SOME $53,000,000. THE EXPRESSWAY 
SYSTEM COMPLEMENTS THE FREEWAY SYSTEM. THE FREEWAY 
SYSTEM WAS SO DESIGNED TO CARE FOR THE MAJOR DIREC¬ 
TIONAL DESIRE LINES AS DISCUSSED PREVIOUSLY. WHILE THE 

Expressway system gives a secondary service to these 

DESIRE LINES AND INTERCONNECTS CERTAIN OF THE FREEWAYS. 

FOR THE PURPOSE OF THIS STUDY, COST ESTIMATES 
ON THE EXPRESSWAY SYSTEM WERE BASED ON A PARTIAL CON¬ 
TROL OF ACCESS. THERE WERE SOME INTERSECTIONS AT 
GRADE, BUT MOST OF THEM WERE SEPARATED. LEFT-TURN 
REFUGES WERE PROVIDED AT THOSE INTERSECTIONS AT GRADE 
AS WELL AS S I GNAL ! ZAT I ON AT CRITICAL LOCATIONS: HOWEVER, 
PARKING IS PROHIBITED ON AN EXPRESSWAY. A SUMMARY OF 
PROJECT COSTS IS AS FOLLOWS: 
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ANNUAL 



EXPRESSWAY 

LENGTH 

TRAVEL 

TOTAL COST 



( MILES) 

(VEH. MILES) 

($> 

El 

MCLOUGHLIN 

2.25 

20.531.000 

250,000 

E2 

MT. HOOD 

12.00 

30,330.000 

3,945,000 

E3 

EASTS IDE 

3.90 

32,850.000 

7,550,000 

E4 

INDUSTRIAL 

4.25 

23.269.000 

2.800.000 

E5 

OREGON CITY BRIDGE 

0.31 

1 .132,000 

3,500,000 

E6 

WATER STREET 





(OREGON CITY) 

1 .20 

9,636,000 

200.000 

E7 

MULTNOMAH 

5.30 

29,240,000 

1 .820,000 

E8 

COLUMBIA 

1 1 .70 

83.037.000 

12,630,000 

E9 

BARNES 

4.50 

16,060,000 

4,710,000 

El 0 

JOHNSON CREEK 

4.70 

19,600,000 

4.140,000 

El 1 

HILLSBORO 

I .25 

3.650,000 

630.000 

El 2 

CEDAR HILLS- 





TUALATIN 

9.10 

30,598,000 

4,815,000 

El 3 

OATFIELD 

3.10 

11 ,315,000 

1 ,900.000 

El 4 

ST. JOHNS-SUNSET 

10.50 

19.162.000 

3.800.000 

TOTAL 

74.06 

330,410.000 

52.690.000 


COST OF MAJOR STREET PROJECTS 

THE MAJOR STREET SYSTEM AS PROPOSED IN THIS 
STUDY INTEGRATES AND COMPLETES THE MOVEMENT OF TRAFFIC 
FOR WHICH THE FREEWAYS AND EXPRESSWAYS WERE DESIGNED. 
THE F R E.E WAYS TEND TO CARRY THE MAJOR LOAD OF TRAFFIC 
BUT THE MAJOR STREETS ARE FEEDERS TO THE FREEWAYS. 
THEY ARE FEEDERS TO THE BRIDGES ACROSS THE WILLAMETTE 
RIVER AND OTHERWISE FUNCTION AS MAJOR DISTRIBUTING 
ROUTES, 

THERE WERE SOME 24 MAJOR STREET PROJECTS STUD¬ 
IED TOTALING 121 MILES IN LENGTH AND ABOUT $43,000,000 
IN COST. THESE PROJECTS ARE SUMMARIZED WS FOLLOWS: 


-3 


MAJOR STREET 


Ml BARBUR BOULEVARD 
M2 UNION-GRAND COUPLET 
M3 BEAVERTON-HILLSDALE HWY. & 
BERTHA BLVD. 

M4 MACADAM STREET 
M5 MORRISON BRIDGE & MORRISON- 
BELMONT COUPLET 

M6 HAWTHORNE BRIDGE APPROACH a 
HAWTHORNE-MADISON COUPLET 
M7 DIVISION STREET 
M8 82ND AVENUE 
M9 TUALATIN VALLEY HWY. 

Ml 0 122ND AVENUE 

Mil E. BURNSIDE STREET 
Ml 2 HALSEY STREET 
Ml3 MCLOUGHLIN BLVD. 

Ml 4 POWELL BLVD.-FOSTER ROAD 
Ml 5 15TH-16TH AVE. COUPLET 

Ml 6 OSWEGO HIGHWAY 
Ml 7 POWELL VALLEY ROAD 
Ml 8 SCHOLLS FERRY HWY. 

Ml 9 CORNELL ROAD 
M20 LAKE ROAD 
M21 CLACKAMAS HIGHWAY 
M22 GRESHAM ROAD 
M23 SANDY BOULEVARD 
M24 162ND AVENUE 

Total 



ANNUAL 


LENGTH 

TRAVEL 

Total cost 


(MILES) (VEH. MILES) ($) 


4. 

85 

28.744,000 

330,000 

4. 

87 

43,457,000 

1,915,000 

7. 

21 

26,316.000 

1,595,000 

1. 

85 

16,881.000 

350,000 

2 . 

49 

30,581.000 

13,055,000 

2. 

80 

19,600,000 

3,435,000 

11 . 

72 

53,472.000 

1,985.000 

5. 

19 

36,825,000 

195,000 

8. 

10 

32,240,000 

1 ,465,000 

5. 

90 

31 .500,000 

2,205,000 

11 . 

23 

77.068,000 

2,295,000 

1 . 

35 

7,884,000 

1,315,000 

5. 

20 

37,595,000 

200,000 

4 . 

80 

52,560,000 

500,000 

3. 

10 

28,543,000 

1,610,000 

7. 

90 

31 ,865,000 

3,060,000 

4. 

10 

26,097,000 

980,000 

3. 

50 

11.461,000 

860,000 

7. 

14 

18,214,000 

2.500,000 

2. 

35 

8,580,000 

475,000 

2. 

55 

3,723,000 

575,000 

3. 

40 

4.964.000 

730,000 

5. 

20 

12,92!,000 

850.000 

3. 

85 

7,026,000 

900.000 

5 20. 

65 

648,117,000 

43,380.000 


THE MAJOR STREET PROGRAM DESIGN STANDARDS 
USED CAN BE PHRASED BY SAYING A MAJOR STREET HAS ONLY 
INCIDENTAL CONTROL OF ACCESS, ALL STREET CROSSINGS ARE 
AT GRADE, SOME STREETS ARE NOT ALLOWED TO CROSS: IN 
GENERAL, ONE-WAY COUPLETS OR SEPARATION OF OPPOSING 
TRAFFIC BY RAISED MEDIANS ARE IN ORDER. PARKING IS 
GENERALLY ALLOWED IF THE ROADWAY IS WIDE ENOUGH FOR 
FOUR MOVING LANES, OTHERWISE PARKING IS PROHIBITED. IT 
WAS ALONG THESE DESIGN STANDARDS THAT THE MAJOR STREET 


System cost estimates were prepared. 





















ONE CHARACTERISTIC OF THE MAJOR STREETS WITH 


RESPECT TO USAGE IS THAT THE TRAFFIC USAGE IN THE FIRST 
FIVE OR TEN YEARS OF THE 20-YEAR PROGRAM WOULD BE MUCH 
HEAVIER THAN IT WOULD IN THE LAST FIVE OR TEN YEARS OF 
THE OVEP-ALL PROGRAM. FOR THE MAJOR STREETS. MANY OF 
THEM CAN BE IMPROVED FOR A NOMINAL EXPENDITURE AND SUCH 
SHOULD BE ACCOMPLISHED AT A REASONABLY EARLY DATE 
PENDING COMPLETION OF THE MORE COSTLY FREEWAYS AND 
EXPRESSWAYS. AS THE FREEWAYS AND EXPRESSWAYS ARE COM¬ 
PLETED. THE USAGE OF THE MAJOR STREETS WILL DIMINISH. 
THIS HAS BEEN BROUGHT CUT ON OCCASION IN THE DISCUSSION 
WHICH FOLLOWS HEREINAFTER IN THE SECTION TREATING WITH 
THE PRESENTATION OF THE USAGE. COST, AND LOCATION OF 
THE INDIVIDUAL MAJOR STREET PROJECTS. 

AS WAS MENTIONED PREVIOUSLY. THE SCOPE OF 
THIS STUDY DOES NOT DEVELOP IN THE SENSE OF PROJECTS 
THE IMPROVEMENT OF ARTERIAL STREETS. IT IS FELT THAT 
THE ARTERIAL STREETS WILL DEVELOP AS A MATTER OF NORMAL 
IMPROVEMENT AND DEVELOPMENT IN A CITY OR COMMUNITY. 
THERE ARE MANY "KEY PROJECTS” WHICH FALL INTO SUCH 
CATEGORY BUT ARE NOT INCLUDED HEREIN. AN EXAMPLE OF 
THESE PROJECTS WOULD BE THE PROPOSED GOCDAL-SCHOLLS 

ferry road connection which in effect would form an 

INNER CIRCUMFERENTIAL ROUTE CONNECTING NEIGHBORHOODS 
SUCH AS RALEIGH HILLS, MULTNOMAH AND OSWEGO. ANOTHER 
IMPORTANT ARTERIAL THAT HAS NOT BEEN INCLUDED AS AN 
EXTENSION OF AN OUTER CIRCUMFERENTIAL ROUTING IS FROM 
CARVER TO NEAR GRESHAM THROUGH HAPPY VALLEY AND ROCK 


CREEK. MARINE DRIVE FROM UNION AVENUE TO TRCUTQALE IS 


A DESIRABLE PROJECT FOR THE SERVICING OF NOT ONLY 


RECREATIONAL BUT FARM-T0-MARKET TRAFFIC. IT, AS WELL 
AS OTHERS. HAS NOT BEEN INCLUDED AS TIME DID NOT PERMIT 
FURTHER STUDY OF SUCH PROJECTS AND DEVELOPING OF COSTS 
TO IMPROVE THEM. THESE ARE ONLY THREE OF MANY SUCH 
PROJECTS WHICH COULD BE ENUMERATED THAT WOULD FALL IN 


THIS CATEGORY. 







FREMONT FREEWAY 


FREEWAY 


FIGURE 16 


PORTLAND WESTSIDE CENTRAL BUSINESS DISTRICT LOOKING NORTHWEST 
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PORTLAND WESTSIDE CENTRAL BUSINESS DISTRICT LOOKING SOUTH 
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FI * BANFIELD FREEWAY (US3C) 
WILLAMETTE RIVER * FAIRVIEW 


The State highway Departhent has for several 
years seen programing and constructing portions of the 
Banfield Freeway (formerly called Banfield Expressway} 
between Troutdale and the Willamette River. The lqca* 
tion of this Freeway parallels the Union Pacific Rail* 

ROAD PASSENGER LINE THROUGHOUT ITS ENTIRE LENGTH AND AS 
IT ENTERS THE Cl TV OF PORTLAND PROPER THE LOCATION IS 

in Sullivan Gulch. 

Rights of way have been acquired throughout 

THE ENTIRE SECTION. CONTRACTS HAVE BEEN LET BETWEEN 

42nd Avenue and Fairview. rr is anticipated that the 

SECTION FROM 42nD AVENUE EASTERLY WILL BE OPEN TO TR A F * 
F 1C IN THE FALL OF 1955. CONTRACTS ARE YET TO BE LET 

on the Willamette River-42nd Avenue Section but it is 

EXPECTED THAT SUCH WILL 6E DONE IN THE NEAR FUTURE AND 
THIS SECTION W|i_L BE OPEN TO TRAFFIC BY ! 9 58 . Th E LAT* 
TER SECTION IS TO BE CONSTRUCTED TO SIX LANES AND FROM 


42ND AVENUE EASTERLY FOUR LANES WILL BE CONSTRUCTED. 

Br 1975 TRAFFIC VOLUMES are EXPECTED TO RANGE 
FROM 65.000 VEHICLES PER OAT IN THE SECTION WEST OF 
42nd Avenue, diminishing to 30.000 vehicles per day 

EAST OF THE CASCADE FREEWAY, AND TRAFFIC VOLUMES IN THE 
MORE EASTERLY PORTION IN THE VICINITY OF TROUTDALE 
AMOUNTING TO SOME 0,000 VEHICLES PER DAY. ThE BANFIELD 

Freeway, being scheduled for early completion, will 
HAVE TRAFFIC DESIRING TO USE IT WHICH WILL CREATE MAJOR 
VOLUMES SHORTLY AFTER IT IS OPENED. As BROUGHT OUT 
ELSEWHERE IN THIS REPORT. IT WILL BE NECESSARY LATER 
FOR THE CONSTRUCTION OF THE FREMONT FREEWAY AND CERTAIN 
MAJOR STREET IMPROVEMENTS FLANKING THE BANFIELD FREE¬ 
WAY SO AS TO RELIEVE IT OF A hi ALMOST CERTAIN OVERLOAD. 

Traffic interchange will be as shown on the 

0PP0S1 TE PAGE . 



MODEL OF BANFIELD FREEWAY LOOKING EAST FROM BURN'S I DE BRIDGE. 


SECT 

1 0 N 


COST 

FROM 

TO 

LENGTH 

(Miles} 

TRAFFIC 
(1975; 

(ADT) 

LANES 

NO * 

Grading a 
Paving 

{*} 

Structures 

{%) 

Constr. 

it) 

R/W 

it) 

Total 

(1) 

Willamette River 

N.E. 42nd Avenue 

2 , 54 

85 000 

6 

1,710 000 

2 , 500.000 1 

4 , 200 , 000 

2,975,000 

7 . 17 5.000 

N.E. 42nd avenue 

F A t R V 1 E w 

1 1 . 3 B 

20.000 

4 

Work 

UNDER CONTRA 

zl L 

TOTAL 

13.92 



1,710,000 : 

2.500,000 

4.200 000 
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F2 - HARBOR 
STEEL BRIDGE 


DRIVE FREEWAY <US99) 
PORTLAND - SALEM FREEWAY 


In 1941 the State Highway Department com¬ 
pleted the Harbor Drive Expressway south of the Steel 
Bridge and in 1951 reconstructed the steel Bridge ap¬ 
proaches and a northerly extension of harbor Drive *to 
standards as would permit free flow of traffic. At the 

OUTSET THE DESIGN WAS SO CONCEIVED THAT AT SOME FUTURE 

date the Expressway could be converted to a Freeway. 

IT NOW APPEARS DESIRABLE TO COMPLETE THIS CONVERSION IN 
THAT IT 15 ANTICIPATED THAT PRESENT-DAY VOLUMES WILL 
HAVE INCREASED TO SOME 60.000 VEHICLES PER DAY ON THE 
Steel Bridge and throughout the majority of the section 
sy 1975. In that portion of Harbor Drive between the 
proposed Sunset Freeway and the Portl and-Sal em Freeway 
IT IS ANTICIPATED THAT A TOTAL OF 100*000 VEHICLES PER 
DAY WILL USE THIS FREEWAY BY 1975. 

The type of work to be accomplished calls for 

THE "WIDENING* 1 OF THE STEEL BRIDGE SO AS TO CARE FOR 
SIX MOVING LANES OF TRAFFIC ON THE BRIDGE PROPER* 
DIRECT CONNECTING RAMPS BETWEEN HARBOR DRIVE NORTHBOUND 
and the Burnside Bridge eastbqund* and from east to 
south off the Burnside Bridge on to Harbor Drive. It 

also CONSIDERS a TWO-LEVEL VIADUCT SECTION BETWEEN THE 

Morrison and Hawthorne Bridges adjacent to the Oregon 
Journal Building. The present four-lane section will 
become deficient in capacity and must be reconstructed 
so that sufficient potential capacity is available to 
handle the anticipated load. 

The first work that should be done, and by 

FAR the most IMPORTANT IN THE CONVERSION OF THIS 

Expressway to a Freeway, is the simultaneous construc¬ 
tion of the Clay-Market and Columbia-Jefferson street 
Connections. Such plan will allow for a closure of the 

OPENINGS in THE MEDIANS AS PRESENTLY EXISTS THROUGHOUT 
THE LENGTH OF HARBOR DRIVE AND THEREBY ELIMINATE CROSS¬ 
TRAFFIC at grade. Other work as mentioned hereinbefore 

WOULD COME AT A LATER DATE IN THE DEVELOPMENT OF THE 
OVER-ALL PROGRAM AND IS NOT ESSENTIAL FOR THE CON¬ 
VERSION of the Expressway to a Freeway. $960,000 would 

BE SPENT IMMEDIATELY FOR THE CONSTRUCTION OF THE CLAY- 

Market and Columbia-jefferson Street Connections, The 
SUMMARY BELOW OUTLINES IN CONSIDERABLE DETAIL THE CON¬ 
STRUCTION COSTS FOR THE SEVERAL PHASES OF WORK. 


THE ILLUSTRATIONS SHOWN ON PAGES 52 AND 53 
SET FQRTH RESPECTIVELY; fl) THE STAGE CONSTRUCTION THAT 
WOULD TAKE PLACE ON THE HARBOR DRIVE FREEWAY BETWEEN 

the Hawthorne Bridge and the Portland - Salem Freeway 

DURING the NEXT SEVERAL YEARS* AND |2) A PRESENTATION 
OF THE OVER-ALL PROGRAM AS | T WOULD BE CONCEIVED IN ITS 
FINAL STAGE. 

I T WILL BE NOTED THAT FOUR STAGES OF CON¬ 
STRUCTION HAVE BEEN OUTLINED* THE FIRST STAGE IS THE 
MORE URGENT OF THE SEVERAL AND SHOULD BE ACCOMPLISHED 
AT AN EARLY DATE. IT CALLS FDR CONSTRUCTING DIRECT 
CONNECTIONS BETWEEN HARBOR DRIVE AND CLAY AND MARKET 

Streets and a direct connection between the easterly 

FRONTAGE ROAD AND THE C 0 L U M 8 I A - J E F F E R 5 Q N OnE-WAY COUP¬ 
LET WITH CONNECTIONS BETWEEN THE LATTER AND HARBOR 

Drive to the north. Thus* an over-all interchange be¬ 
tween Clay-market and Columbia-jefferson One-way 
Couplets and Harbor Drive can be accomplished through 

THIS CONSTRUCTION WITHOUT CONFLICTING CRDSS- MOVEMEN TS 

on Harbor Drive Freeway proper. Stage two calls for 
constructing the Portland-Salem Freeway connections to 
Harbor Drive while stages three and four call for con¬ 
struction of a new Willamette River Bridge and the 
Sunset Freeway, respectively* 

The final plan calls for the purchase of the 
right of way between Clay and Market Streets from 
Harbor Drive to 14th Avenue and the building of a 
DEPRESSEDWAY* BUT SHOULD THIS RIGHT OF WAY BECOME 
PROHIBITIVE IN COST. IT IS POSSIBLE TO BUILD A CUT AND 
COVER TUNNEL SECTION WITHIN PRESENT STREET AREAS ON 

Clay and Market Streets--the Clay street tunnel for 
westbound traffic and the market Street tunnel for 
ea-stbou.aio traffic* An alternate sketch illustrating 

THIS plan AND INCLUDING THE INTERCHANGE AT HARBOR DRIVE 
IS SHOWN WITH THE SUNSET FREEWAY PLAN. 


SECT 

I 0 N 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
{ 197 5) 

{ ADT) 

LANES 

NO. 

Grading at 
Paving 

it ) 

St rucTures 

it ) 

Con s tr. 

( 1 ) 

R/W 

{*) 

Total 

it ) 

East Approach Steel Bridge 

West Approach Steel Bridge 

o , 

k 4 4 

60 * 000 

6 

i 

" 

- 

! 2.500* 000 

2.500,000 

i 

r - 

2 

* 50 0.00 0 

Burnside Bridge Approaches 




2 

20,00 0 

530.000 

550.000 

200*000 

1 

750,000 

Morrison Bridge 

Hawthorne Bridge 

0 . 

. 50 

60,000 

6 

75,000 

855,000 

a 3 0,000 

- - 

r 

930,000 

Hawthorne Bridge 

| Pqrtland-Salem Freeway 

0 . 

. 3 5 

100. 000 

8 

170*000 

788*000 

958,000 

2 * 000 

960.000 

total i 

1 , 

29 



265,000 | 

! 4.673,000 

1 4*938.000 

202,000 

i 5 

.140,000 
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F2- HARBOR DRIVE FREEWAY 
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S 26) PORTLAND-SALEM FREEWAY (US 99) SECTION 
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INCLUDING THE INTERCHANGE AT HARBOR DRIVE IS SHOWN WITH 

the Sunset freeway plan. 

The final conversion of Harbor Drive to free¬ 
way STATUS ALSO REQUIRES THE CONSTRUCTION OF UNDER AND 
OVERPASSES FOR PEDESTRIAN USE AND AN INSULATING HAND¬ 
RAIL SECTION BETWEEN THE FREEWAY AND THE SIDEWALK ON 
THE SEAWALL. IT WILL ALSO BE NECESSARY TO CONSTRUCT 
FENCE OR HANDRAIL FACILITIES ON THE FRONT AVENUE SIDE 

of harbor Drive to preclude pedestrian crossings of 

THIS FREEWAY. Su CH WORK JS PLANNED FOR E*ECUT|ON SO AS 

to coordinate with completion OF the construction AS 

DISCUSSED IN STAGE ONE AND ILLUSTRATED ON PAGE 52, 



MODEL OF HARBOR DRIVE FREEWAY - WEST APPROACH MORRISON BRIDGE. LOOKING EAST. 






HARBOR DRIVE FREEWAYOJS 99)-SUNSET FREEWAYOJS 26) PORTLAND-SALEM FREEWAY(US 99) SECTION 
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F3 - PORTLAND-SALEM FREEWAY (US99) 
HARBOR DRIVE FREEWAY - TUALATIN RIVER 


This Freeway completes a link in the Inter¬ 
state Highway System for US99 and cares for one of the 

MAJOR DESIRE LINES AS ILLUSTRATED IN FIGURE 12. IT IS 
LOCATED IMMEDIATELY ADJACENT To S.W, BARSUR BOULEVARD 
THROUGHOUT MOST OF ITS LENGTH, ThE CONSTRUCTION PRO¬ 
POSED HEREIN COMPLETES THE NORTHERLY LINK OF THE FREE¬ 
WAY between Portland and Salem* That section from 
Multnomah County Line to Salem is now under contract 
and IS SCHEDULED FOR COMPLETION in LATE 1955 QR MIDDLE 
19 56. 

This Freeway not only carries considerable 

INTER- ANO INTRA-STATE TRAFFIC BUT ALSO SERVES MUCH OF 
THE SOUTHWEST URBAN AND SUBURBAN RESIDENTIAL AREAS. 
IT IS TO 8E CONSTRUCTED TO SIX LANES BETWEEN THE MULT¬ 
NOMAH Expressway and harbor Drive Freeway, and four 

LANES FROM THE MULTNOMAH EXPRESSWAY SOUTHWESTERLY. By 
1975 IT IS EXPECTED THAT THERE WILL BE SOME 65,000 
VEHICLES PER DAY IN THE MOST NORTHERLY SECTION AND THAT 
THE SOUTHERLY SECTION WILL CARE FOR SOME 15,000 VEHI¬ 
CLES PER DAY, 

Access is developed between the Portland- 
Salem Freeway and other freeways, expressways and 
major streets as shown on the opposite page. 

This highway is depressed or at grade through¬ 
out. At the outset this highway is constructed so that 

FUTURE PROGRAMING OF OTHER FACILITIES CAN BE INTEGRATED 
INTO IT. SUCH AS THE CONNECTION WITH THE SELLWGQD 

Freeway and Multnomah Expressway. Right of way acqui¬ 
sition 15 TO BE MADE SO THAT SIX LANES OF MOVING TRAF¬ 
FIC CAN BE EXTENDED TOWARD TlGARD AS THE DEMAND RE¬ 
QUIRES IT. 


SECT 

r o n 


COST 

FROM 

TO 

LENGTH 

{Miles) 

TRAFFIC 
{1975) 

(ADT) 

LANES 

No, 

Grading & 

PAVING 

<*>. 1 

Structures 

Con ST r* 

($> 

R/W 

It) 

Total 

(1) 

harbor Drive Freeway 

Ross Island Bridge 

0.55 

65,000 

6 

— i 

180.000 1 

780.000 

960,000 

1 

1,140,000 

1 

2,100,000 

Ross island Bridge 

Multnomah Expressway 

3.18 

55,000 

6 

1,960,000 

990,000 

2,950,000 

2,090,000 

5.040,000 

Multnomah Expressway 

| S.W. Capitol Highway 

1 *74 

33,000 

4 

950,000 1 

7 30 , 000 

1 .680,000 

1 ,9 50,000 

3,630,000 

S,w, Capitol highway 

WASHINGTON COUNTY LINE 

1.14 

15.000 

4 

4 20,000 


420,000 

320,000 

740.000 

Washington County line 

Tualatin River 





WORK C 

tOMPLETED 


1 

1 

TOTAL | 


6.61 



3,510,000 

2,680,000 

6,010.000 

5.500.000 

11,510,000 
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F3 -PORTLAND- SALEM FREEWAY (US 99) 
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PROPOSED TRAFFIC INTERCHANGE PORTLAND SALEM-FREEWAY 
BARBUR BOULEVARD NEAR TIGARD. LOOKING NORTH 
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PROPOSED CONNECTIONS PORTLAND - SALEM FREEWAY 
AT S.W. MACADAM AND HOOD AVENUES 
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F4 - MT. HOOD FREEWAY (US26) 

HARBOR DRIVE FREEWAY - LINNEMAN JUNCTION 


This Freeway bisects the southeast portion of 
the City of Portland and serves a very heavy load of 

TRAFFIC AS INDICATED IN FIGURE 12 AND AS SHOWN BY DE¬ 
SIRE lines 2 and 13. Between Harbor Drive Freeway and 
Laurelhurst Freeway, it is a connection between U599 
Interstate Highway (Harbor Drive Freeway) and an alter¬ 
nate routing of the US99 Interstate Highway via the 
Laurelhurst Freeway. 

This Freeway is so located that in the west¬ 
ern PORTIONS THEREOF TRAFFIC VOLUMES AS HIGH AS 60.000 
VEHICLES PER DAY ARE EXPECTED BY 197 5* WHILE IN THE 

easterly portion east of the Cascade Freeway* some 
15.000 VEHICLES PER DAY ARE EXPECTED. ThIS FREEWAY 
ALSO SERVES NOT ONLY THE SOUTHEAST RESIDENTIAL AREA BUT 
THE PLANNED INDUSTRIAL DEVELOPMENT ALONG THE P*E.P* 

Company Railroad right of way in the southeast area. 

AND in ADDITION THE RECREATIONAL TRAFFIC DESTINED FOR 
THE MT. HOOD AREA. THE FREEWAY CHARACTERISTICS OF CON¬ 
STRUCTION ON THIS ROUTING ARE TERMINATED AT LJNNEMAN 

Junction but from Linneman Junction easterly to Sandy. 

THE ROUTING is CONTINUOUS BUT IS DEVELOPED TO EXPRESS¬ 
WAY STANDARDS. 

The Freeway starts as a continuation of the 
Sunset Freeway {u 5 2 6 ) * with a new bridge across the 
Willamette River. This structure crosses the river at 
a high level similar to the Ross Island Bridge, over- 
crosses the Portland Traction Company's Oregon City 
Line, main line of the Southern Pacific Company, Union 
Avenue and Grand Avenue. Generally speaking, west of 
the Cascade Freeway this Freeway is a depressed section 

AND east THEREOF IS EITHER DEPRESSED 0 R AT GRADE* 


The mt* hood Freeway develops access with all 
other freeways and expressways that it crosses and in 

ADDITION THERETO LOCAL NEIGHBORHOOD ACCESS IS DEVELOPED 

in the vicinity of S.E, 58th and 72h d Avenues and S,E, 
Holgate Street* at Linneman Junction access to Gresham 

IS DEVELOPED, 

Six LANES ARE PROPOSED FOR CONSTRUCTION BE¬ 
TWEEN harbor Drive Freeway and laurelhurst Freeway, and 
EAST THEREOF FOUR LANES WILL BE CONSTRUCTED* IT IS 

felt that this* with the provision for adding of two 

ADDITIONAL LANES BETWEEN THE LAURELHURST AND CASCADE 

Freeways at a later date, will adequately serve traffic 

DEMANDS AS CAN BE EXPECTED TO UTILIZE THIS KEY FREEWAY* 


SECT 

1 0 N 


cost 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
(1975) 

(APT) 

LANES 

NO* 

Grading ft 

Pav 1NG 
(t) 

Structures 

(!) 

Con s tr. 

(f) 

R/V 

tl) 

Total 

(!) 

Harbor Drive Freeway 

mcLoughlin Expressway 

0.68 

6 5,000 

6 

- * 

9*000, 000 

9*000,000 

700*000 | 

9,700,000 

McLoughlin Expressway 

Eastside Expressway 

0.98 

50 * 000 

6 

320 * 000 

2*450*000 

2,770, 000 

2 * 300.000 

5*070*000 

Eastside Expressway 

Laurelhurst Freeway 

1 * 07 

45.000 

6 

610 * 000 

190.000 

800,000 

2*000,000 

2,800*000 

Laurelhurst Freeway 

S,E, 58th Avenue 

0*94 

35 *000 

4 

670 * 000 

170,0 00 

8 40 * 000 

1 . 400.000 

2 * 240 * 000 

5.E. 58th Avenue 

| Cascade Freeway 

t , 26 

25*000 

4 

860.000 

490.000 

1*350 * 000 

1,900.000 1 

3*250 * 000 

1 

Cascade Freeway i 

1 

, 122nd Avenue 

2.18 

1 5,000 

4 

780*000 

I 6 10. 000 

1*390,000 | 

300*000 

1*690,000 

' ' 1 

122nd Avenue . 

I . T "" * 

Linneman Junction 

o 

o 

<n 

14,000 

4 

800,000 | 

1 

| 250*000 

1 ,0 50,000 1 

230 * 000 

1 , 280,000 

TOTAL 


10*11 



4*040*000 

1 -j 

. 13,160,000 

' 17,200,000 

8.830,000 

! 26.030*000 

“ '- 1 
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F4- MT. HOOD FREEWAY (US 26) 
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F4-MT. HOOD FREEWAY (US 26) 
















































































F5 - SUNSET FREEWAY (US26) 
WHEELER AVENUE - HARBOR DRIVE FREEWAY 


The Sunset Freeway is, throughout most op its 

LENGTH* A BETTERMENT OF THE PRESENT SUNSET HIGHWAY PROM 
ARTERIAL HIGHWAY AN D EXPRESSWAY STANDARDS TO FREEWAY 
STANDARDS* THE EASTERLY SECTION OF THIS FREEWAY IS 
THROUGH SOMEWHAT VIRGIN ALIGNMENT, SO TO SPEAK, IN THAT 
A TUNNEL UNDER VlSTA AVENUE JUST SOUTH OF JEFFERSON 

Street is contemplated as is a depressed freeway be* 
tween the Clay-Market Street One-way Couplet to the 
harbor Drive Freeway and connecting to a proposed 

BRIDGE ACROSS THE WILLAMETTE RlVEft (MT. HOOD FREEWAY). 

Traffic volumes on this project range from a 

MINIMUM OF to*000 VEHICLES PER DAY IN 1975 IN THE WEST* 
ERLY EXTREMITIES OF THE PORTLAND URBAN AREA To SOME 
50.000 VEHICLES PER DAY BETWEEN THE STADIUM AND HARBOR 

Drive Freeways, The Freeway will be built to four 
lanes from Wheeler Avenue to Sylvan and six lanes from 
Sylvan to Harbor Drive Freeway* 

Traffic interchanges and accesses are as 

SHOWN ON THE OPPOSITE PAGE; GENERALLY SPEAKING, INTER¬ 
CHANGES ARE PROVIDED AT THE INTERSECTION OF OTHER FREE¬ 
WAYS, MAJOR STREETS AND EXPRESSWAYS WITH THIS ROUTE* 

jn addition, access points are provided directly oppo¬ 
site the Central Business District, 

Reference is made to discussion for the 
Harbor Drive Freeway wherein the construction of the 

CONNECTIONS BETWEEN THE SUNSET AND HARBOR DRIVE FREE¬ 
WAYS WAS DISCUSSED WITH REFERENCE TO THE PROGRAMMING OF 

construction. The plan as proposed calls for the ac¬ 
quisition OF THE FUBLIC AUDITORIUM, THE COST OF THE 
ACQUISITION AND RESULTING CONSTRUCTION COSTS IS ESTIMA¬ 
TED TO BE LESS than the construction COSTS FOR a "cut 
AND FILL" TUNNEL SECTION ON CtAY AND MARKET STREETS* 

The taking of the Auditorium also affords a more de¬ 
sirable AL I GN MENT. 


An alternate location for the Sunset Freeway 
on the south side qf the Central Business District* 

SPECIFICALLY BETWEEN S.W, 14TH AVENUE AND HARBOR DRIVE 

Freeway was studied. Such alternate location utilized 
a depressed section* Between S.W* 14th and 1 Ith Ave¬ 
nues it was between the Cl ay-market Street One-way 
Couplet. in the area between S.W. 11th Avenue and S*W. 
Broadway, a transition to the Mi ll -Mon tggmery Street 
One-way Couplet was accomplished and from S.W. Broad¬ 
way to harbor Drive Freeway a depressed section between 
a proposed Mi ll-Montcomery Street One-way Couplet was 
effected. 

Such location was not selected as it would 

HAVE CAUSED THE RAMP CONNECTIONS BETWEEN HARBOR DRIVE 

Freeway and the Mill-Montgomery Depressedway to be made 

IN SUCH CLOSE PROXIMITY TO THE PDftTLAND-5 ALEM FREEWAY 

Interchange with the harbor Drive Freeway that some ad¬ 
verse ALIGNMENT WOULD BE REQUIRED. FURTHER, |T WOULD 
NOT BE POSSIBLE TO DEVELOP ADEQUATE WEAVING DISTANCE 
BETWEEN NORTHBOUND TRAFFIC ON HARBOR Dft | VE FREEWAY AND 
NORTHBOUND TRAFFIC ON PORTLAND-SALEM FREEWAY DESTINED 

for Harbor Drive Freeway northbound and the Sunset 
Freeway westbound* There would be additional complica¬ 
tions injected into the design in making adequate con¬ 
nections BETWEEN THE SUNSET FREEWAY AND HARBOR DRIVE 
SOUTHBOUND SO AS TQ CARE FOR THOSE TRAFFIC MOVEMENTS 
THAT WOULD BE DESTINED FOR TH F. P 0 R TL AN D - 5 A L EM FREEWAY 

and Harbor Drive Freeway, The cost of this alternate 

LOCATION WOULD BE HIGHER THAN FOR THE LOCATION SELECTED 
AND WOULD NOT GIVE EQUAL TRAFFIC SERVICE TQ THE CENTRAL 

Bu si ness District, 
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COST 



FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
(1975) 

(ADT) 

LANES 

No * 

Grading a 
paving 

If) 

Structures 

(*) 

CONSTR. 

(1) 

R/W 

(t) 

Total 

f$) 

Wheeler A v e . 

Murray Rqad 

2,90 

1 0 * 000 

4 

* 

570*000 

140,000 

7 10, 000 

1 

130*000 i 

8 4 0,0 Q 0 

Murray Road 

Barnes Road Expressway 

1.90 

25*000 

4 

300.OOO 

140*000 

4 4 0 *000^ 

1 

80,000 | 

520.000 

Barnes Road Expressway 

Multnomah County Line 

1.90 

20.000 

4 

220 * 000 

40.000 

260.000 

20,000 | 

1 

| 280.000 

Washington County Line 

Tunnel Portal 

2*59 

3 5 * 000 

6 

t.250.000 

300*000 

1,550.000 

1 

A C GU | RED 

t 

1 , 550,000 

Tunnel Portal 

j $*W. 14 th Ave. 

0.58 

35*000 

4 

250,000 

3 * 730 * 000 

3,980,000 

1*220 *000 

5*200.000 

S.W, 1 4 TH A V E * 

| .. . 

Harbor Drive Freeway 

0,69 

50 * 000 

• 

6 

t ,970*000 

| 1 * 560 * 000 

3*530*000 

5 , 1 50 * 000 

8,680* 000 

1 

TOTAL 

10,56 



4,560.000 

| 5*910,000 

10.470* 000 

1 6,600 * 000 

1 7 * 070,000 
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F5-SUNSET FREEWAY 
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F6 * INDUSTRIAL FREEWAY (US30) 
ST. JOHNS BRIDGE - STEEL BRIDGE 


The Industrial Freeway approximates the loca¬ 
tion of NJ, Front Avenue throughout most of its length 
having its beginning point as a continuation of the In¬ 
dustrial Expressway which started at Burlington. The 
Freeway traverses virgin alignment through the north¬ 
west INDUSTRIAL AREA ON VIADUCT SECTION TO THE VICINITY 
of N,W. Doane Street at which point the Freeway is ele¬ 
vated above Front Avenue other than when the location 

** SWINGS'* SOUTHERLY SO THAT CONNECTION CAN BE MADE WITH 
the Stadium Freeway (Fremont Bridge) in the vicinity of 
N.W. 18th Avenue and Ouimby Street, 

The ADT on this Freeway is expected to range 
BY 1975 FROM £0,000 WEST OF THE STADIUM FREEWAY TO 
30.000 EAST THEREOF. ThE COMPOSITION OF THE TRAFFIC 
WILL BE PRIMARILY COMMERCIAL AND INDUSTRIAL IN CHARAC¬ 
TER WITH MANY HQME-TO-WORK TRIPS INTERSPERSED THEREIN, 

This Freeway also serves a very definite desire for 
TRAVEL. as was evidenced in the desire line chart, be¬ 
tween the Sr. Johns and northwest areas and the north¬ 
west industrial district and West Side Central Business 
District. 


The interchange between the Industrial and 
Stadium Freeways introduced certain complications by 

REASON OF THE STADIUM FREEWAY, WHEN CROSSING THE WILLA¬ 
METTE River, having to maintain a vertical clearance of 

195 FT. ABOVE ME AN-LOW WATER. THE AREA IN WHICH THE 
ultimate interchange DESIGN was LOCATED has been 
CLASSED AS AN AREA SUITABLE FOR REDEVELOPMENT AND THUS, 
THOUGH MANY HOMES WILL BE DISTURBED IN THE CONSTRUC¬ 
TION OF SUCH interchange, the over-all effect UPON THE 

AREA WILL BE AN ADVANTAGEOUS ONE, 


This elevated Freeway will be constructed to 

FOUR LANES MO WILL HAVE ACCESSES AT THE ST. JOHNS 

Bridge, N.W, Doane Avenue, N,W. Kittridge Street. N.w, 
24th Avenue. Stadium Freeway and at Harbor Drive Free¬ 
way , 
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COST 

FROM 

TO 

LENGTH 

TRAFFIC 
{ 1975J 

LANES 

Grading ft 
Paving 

Structures 

CONSTR, 

R/W 

Total 



(Miles) 

(ADT) 

NO, 

t $) 

(%) 

<*) 

(1) 

(S) 

St. Johns Bridge 

N.w, Doane Avenue 

1,94 

20.000 

4 

i 

120,000 1 

3,500,000 

3.620.000 ! 

1 1 

50,000 

r" 

3.670,000 

N.w, Doane Avenue 

N.W. kittridge Street 

0.64 

25.000 

4 

70.000 

2.160,000 1 

2 h 2 3 0.000 1 

20,000 

2,250.000 

N.W. Kittridge Street 

N.W. 24th Avenue 

1 .76 

25.000 

4 

40.000 

5,640.000 

5.680.000 

1 , 060,000 

6,740,000 

N.w. 24 th Avenue 

harbor Drive Freeway 

2.10 

30.000 

4 

70,000 

7.900,000 

7,970.000 

3,870.000 

11, 840,000 

TOTAL | 

6.44 



300.000 

19.200.000 

1 9 , 500.000 

5,00 0. 000 

24 ,500,000 

I- 

I 




i i 

u 



1 

- f 




1 1 
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F6- INDUSTRIAL FREEWAY 



















































































F6- INDUSTRIAL FREEWAY 
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F7 - DELAWARE FREEWAY (US$9) 
VANCOUVER, WASHINGTON - HARBOR DRIVE FREEWAY 


This Freeway connects with the U599 Freeway 
in Vancouver. Washington on the north rank of the Colum- 
si a River. It then extends southerly on one*way 

BRIDGES ACROSS THE COLUMBIA RlVER AND COLUMBIA SLOUGH 
CONNECTING TO THE PRESENT TRAFFIC INTERCHANGE AT UNION 

and Denver Avenues. it then extends southerly along 

THE PRESENT LOCATION OF DENVER AVENUE UTILIZING EXIST* 
ING TRAFFIC INTERCHANGES WITH THE PRESENT VANPORT AREAj 

leaves Denver Avenue just north of Columbia Slough on 
A LOCATION BETWEEN DELAWARE AND W|LBUR STREETS UNTIL IT 
REACHES THE BLUFF j THEN IT FOLLOWS A LOCATION ALONG THE 
SIDE OF THE BLUFF AREA ABOVE GREELEY AVENUE TO INTER¬ 
STATE Avenue, and thence along the existing location of 
Interstate avenue on a viaduct to the Harbor Drive Free* 
way at N. Tillamook street. 

This Freeway location cares for completing 
the final link in the U599 Interstate highway through 

THE PORTLAND AREA TO THE VANCOUVER, WASHINGTON FREEWAY 
AND IS VITAL IN THE INTER-STATE MOVEMENT OF NOT ONLY 
COMMODITIES BUT PASSENGER VEHICLES AND TOURIST TRAFFIC. 

Traffic volumes on this Freeway range from a minimum of 
some 25,000 vehicles per day in the section north of 
Columbia Boulevard to some 40,000 vehicles per day in 

THAT SECTION BETWEEN N * KILLINGS WORTH STREET AND N. 

Interstate Avenue. The total flow of inter-state 

TRAFFIC BETWEEN VANCOUVER, WASHINGTON, AND PORTLAND, 
OREGON, WILL, BY 1975. AMOUNT TO SOME 80*000 VEHICLES 
PER DAY. IT IS EXPECTED THAT 50,000 OF THESE VEHICLES 
WILL REMAIN ON THE TWIN BRIDGES AND 30.000 WILL USE A 
NEW BRIDGE ON THE PROPOSED LAURELHURST FREEWAY, 

The twin one-way bridges across the Columbia 
River and Columbia Slough will each be constructed to 
three lanes and six lanes of traffic will be planned 

THROUGH THE UNION AND DENVER AVENUE INTERCHANGE, SOUTH 
OF THIS POINT AND THROUGHOUT THE REMAINDER OF THE FREE¬ 


WAY IT WILL BE CONSTRUCTED TO FOUR LANES, TRAFFIC MAY 
USE THE FACILITY THROUGH INTERCHANGES AS SHOWN ON THE 
OPPOSITE PAGE, 

The proposed one-way bridges across the Colum¬ 
bia River are to be constructed jointly by the Washing¬ 
ton Toll bridge Authority and the Oregon state Highway 
Department and insofar as the crossing of the Columbia 
River proper js concerned, these structures are To se 
subjected to toll until the cost of improvement has 

BEEN PAID* 

Although it would not be necessary to con¬ 
struct THIS OVER-ALL PROJECT AT AN EARLY DATE, THE 
PRESENT CONGESTION EXISTING ON INTERSTATE AVENUE BE¬ 
TWEEN N. Greeley Avenue and n. Tillamook street should 

WARRANT EARLY ATTENTION. 
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COST 
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TO 

LENGTH 

(Miles) 

TRAFFIC 

(1975) 

(ADT) 

LANES 

NO, 

Grading a 
Paving 

it) 

Structures 

(9) 

Con str, 

{*) 

R/W 

(*} 

Total 

(9) 

Vancouver, Washington 

N.E* union Avenue 

1*16 

50,000 

6 

* - 

- 

. j 

1 

• * 1 

u 

o 

o 

o 

o 

o 

o 

N * E. Union Avenue 

Vanport Interchange 

0.61 

35,000 

4 

135,OOO 

3 5.000 ' 

17 0 * OOO 

- --L-I 

170,000 

Vanport Interchange 

M. Lombard Street 

1.21 

30,000 

4 

480,000 

7 50 , 000 

1.230,000 

I *3 20,000 

2.550,000 

N. Lombard Street 

N. K I LL 1 N GSWO ftTH STREET 

1 .os 

35.000 

4 

7 50 * 000 

150.000 | 

900,OOO 

1 ,680* 000 

2*560,OOO 

N* Killings worth Street j 

| Stadium Freeway 

1.36 

40,000 

4 

550.000 

470,000 

| 1*020.000 | 

| 1 * 56 0.OOO 

2,560*000 

. 1 

Stadium Freeway i 

l 

! Harbor Drive Freeway 

0.61 

30 * 000 

4 

40,000 

1,520* OOO 

f 1,560* OOO 

760,000 

2,320.000 

TOTAL 

6 , 00 



1,955,000 

2,925,000 

4.880,OOO 

5*320*000 

10,200,OOO 

l 

i 
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l Cost of on 
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MODEL OF US39 FREEWAY CONNECTIONS IN VANCOUVER. WASHINGTON. TO DELAWARE 
FREEWAY AND TWIN INTERSTATE BRIDGES. LOOKING SOUTHWESTERLY, 


COLUMBIA RIVER 





MODEL OF UN\ON AND DENVER AVENUE INTERCHANGE CONNECTIONS TO DELAWARE 

freeway with interstate bridges in background, looking northwesterly. 
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F7-DELAWARE FREEWAY 

























































Denver ave 
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TYPICAL SECTION SOUTH OF N. LOMBARD STREET, LC OKING NORTH 


F7-DELAWARE FREEWAY 
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TYPICAL ELEVATED SECTION ABOVE N. INTERSTATE AVENUE NORTH OF N. RUSSELL STREET 
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F7-DELAWARE FREEWAY 

































F8 - STADIUM FREEWAY (US99-US30 ALTERNATE) 
SUNSET FREEWAY - FREMONT FREEWAY 


The Stadium Freeway is elevated and approxi¬ 
mates THE LOCATION OF 1 8 TH AVENUE IN WEST SIDE PORTLAND 
NORTH OF THE SUNSET FREEWAY, |T THEN CROSSES THE 

Willamette River on a two-level eight-lane suspension 

BRIDGE AND CROSSES APPROXIMATELY THROUGH THE INTERSEC¬ 
TION OF N * INTERSTATE AVENUE AND GREELEY AVENUE ON THE 
EAST SIDE TERMINATING AT AN INTERSECTION WITH THE FRE¬ 
MONT Freeway at Vancouver Avenue, This highway loca¬ 
tion serves as a relief for the NORTH-SOUTH DESIRE 
LINES Of FLOW AS PRESENTLY EXIST, Su CH NORTH-SOUTH 
TRAVEL NOW MUST USE THE BROADWAY AND STEEL BRIDGES AN 0 
TO A LESSER EXTENT THE BURNSIDE BRIDGE IN CROSSING BE¬ 
TWEEN North and West Side Portland, This location also 
FUNCTIONS AS A CIRCUMFERENTIAL ROUTING AROUND THE WEST 

Side Central Business District when coupled with the 
Industrial, Harbor Drive, and Sunset Freeways, It will 
SERVE TO RELIEVE HARBOR DRIVE FREEWAY, US99, THE 
Ban field Freeway, and to interchange north-south and 

EAST-WEST TRAFFIC, 

IT is expected that this multiple use of the 
Freeway proper will cause considerable traffic to at¬ 
tract itself to it and that the Fremont Bridge will 
HAVE AN AVERAGE DAILY TRAFFIC BY 1975 OF SOME 80,000 
AND THAT THE SOUTHERLY SECTION OF THE FREEWAY WILL 
CARRY SOME 60,000 VEHICLES PEN DAY. ACCESS IS AS SHOWN 
ON MAP ON OPPOSITE PAGE, THUS, |T WILL BE ONE OF THE 
MORE HEAVILY TRAVELED FREEWAYS IN THE PORTLAND AREA. 
IT WILL BE CONSTRUCTED TO SIX LANES THROUGHOUT AND THE 
STRUCTURE ACROSS THE RIVER WILL BE OF SUSPENSION TYPE 
AND WILL HAVE A VERTICAL CLEARANCE OF 195 FT. ABOVE 
MEAN-LOW WATER. 

Alternate locations for this particular Free¬ 
way WERE STUDIED ALONG THE LINE OF 14 TH AVENUE. THE 
1944 Study made by the City of Portland and the State 


Highway Department used this location. However, be¬ 
cause OF THE REQUIREMENT OF MAINTAINING 195 FT. OF 
CLEARANCE BETWEEN MEAN-LOW WATER and a PROPOSED BRIDGE 
ACROSS THE LOWER HARBOR, I T BECAME NECESSARY TO SHIFT 
THE LOCATION WESTERLY SO THAT ACCESSES COULD BE MADE 
WITHIN REASONABLE LIMITS TO THE NORTHWEST INDUSTRIAL 

area. Were the location of such a high-level structure 
made ALONG \ 4 TH AVENUE* IT WOULD NOT BE POSSIBLE TO DE¬ 
VELOP CONNECTIONS INTO THE NORTHWEST AREA UNTIL SOME 
POINT SOUTH OF N.W. LGVEJOY STREET, 

It was also found that the 18th Avenue loca¬ 
tion CAN BE ACCOMPLISHED FOR A LESSER EXPENDITURE FOR 
RIGHT OF WAY, MOREOVER. WERE A FREEWAY CONSTRUCTED 
ALONG THE LOCATION OF 14TH AVENUE. IT WOULD TEND TO 
ENCIRCLE THE CENTRAL BUSINESS DISTRICT WITHIN SOMEWHAT 
NARROW CONFINES! WHEREAS BY A SHIFTING OF THE LOCATION 

of this Freeway westerly to 18th Avenue, the encircling 
of THE Central Business District is accomplished with¬ 
out A CONSTRICTION of ITS FUTURE GROWTH on THE WEST* 
In THE IMPROVEMENT AND CONSTRUCTION OF THE STADIUM 

Freeway, it will se necessary to improve several of the 

EAST-WEST LOCAL USE STREETS SO THAT DIRECT ACCESS CAN 
SE MADE BETWEEN THE NORTHWEST INDUSTRIAL, WHOLESALE AND 
RESIDENTIAL AREAS AND THIS FREEWAY. 
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{Miles) 

{ADT) 

NO- 

(%) 

(«) 

i$) 

($) 

(t) 

Sunset Freeway 

N.W. Everett Street 

0,84 

60*000 

6 

20,000 

2,640*000 

2,6 60* 000 

i 

2.040,000 j 

4,700.000 

N.W* Everett Street 

Industrial Freeway 

0.49 

7 5 * 000 

6 

1 

^ 2,130.000 

2,130,000 

3.380,000 1 

1 

| 5,510,000 

Industrial Freeway 

n. Vancouver Avenue 

1 .08 

80,000 

6 

“77 1 

17. SOO . 000 

17,500,000 

1 

1 t 440,000 | 

i 

| 18,940,000 

TOTAL 


2*41 



20 * 000 

22.270.000 

22*290*000 

1 

6*860.000 , 

1 

, 29. 1 50.000 

1 
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F8-STADIUM FREEWAY 











































The Fremont Freeway is located just south of 
Fremont Street approximating the general location of 
Klickitat Street. This Freeway cares for an east-west 
desire line moving setween the north and northeast dis¬ 
tricts of Portland and at the same time is an alternate 
for the Interstate highway Route of US30. This would 

ALLOW RELIEF FOR THE BAM Ft ELD FREEWAY WHEN IT BECOMES 
DEFICIENT IN CAPACI T¥ . 

The ADT on the Fremont Freeway is expected to 
range from 35,000 in the westerly section between the 
Delaware Freeway and the 15th- 16th Avenue One-way 
Couplet to some 10,000 in the extreme easterly section. 
This Freeway will be built to four lanes throughout its 
entire length, with provisions made in the acquisitions 
OF right of way for expansion to six lanes. 

This Freeway, as stated previously, cares for 

CONSIDERABLE TRAFFIC MOVING BETWEEN THE NORTH AND 
NORTHEAST DISTRICTS WHICH IS COMPOSED NOT ONLY OF RES¬ 
IDENTIAL USAGE BUT HOME - TO - WORK TRIPS AS WELL AS AN 
EXCHANGE OF TRAFFIC BETWEEN FREEWAYS: THUS, IT NAS A 
MULTIPLE PURPOSE USAGE. 


F9 - FREMONT FREEWAY (US30 ALTERNATE) 
STADIUM FREEWAY (N. VANCOUVER 
AVENUE) - BANFIELD FREEWAY 


The Freeway, generally speaking, will be 

BUILT AS A DEPRESSED SECTION WITH FLANKING STREETS 
SERVING as FRONTAGE ROADS THROUGHOUT VIOST of ITS LENGTH. 
IT is, in the INSTANCE OF THIS REPORT, ASSUMED THAT A 
TUNNEL WILL BE CONSTRUCTED THROUGH ROCKY BuTTE, 

Interchange between this Freeway and other 

FREEWAYS. EXPRESSWAYS AND MAJOR STREETS HAS BEEN PLAN¬ 
NED, NO DIRECT INTERCHANGE BETWEEN THE CASCADE FREEWAY 

and the Fremont Freeway is contemplated as the Cascade 
Freeway will be in tunnel section crossing under the 


Fremont Freeway; however, through utilisation of N.E. 
8 2nd Avenue and interchanges immediately adjacent, it 

WILL B E POSSIBLE FOR TRAFFIC To INTERCHANGE BETWEEN 
THESE TWO MAJOR ROUTINGS. 


SECTION 1 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
( 197 5) 

(ADT) 

LANES 

NO. 

Grading a 

Pav1NG 

(i) 

Structures 

<*) 

Consir, 

<*> 

a/w 

<«) 

Total 

(!) 

N. Vancouver Avenue 

1 5th - 16th One-way Couplet 

1 . 36 

35.000 

4 

1 ,030 , 000 

910,000 

1,940,000 

i 

3 , S 0 0.000 i 5.540.000 

15th-16th One-way Couplet 

LAUREL HURST FREEWAY 

1.29 

2 5.000 

4 

620.000 1 720,000 

1,340,000 1 

' 

3,940,000 I 5,280,000 

laurelhurst Freeway 

N.E, Sandy Boulevard 

! . 50 

35.000 

4 

1 , 390,000 1 590 . 000 

1 . 980,000 

3,600,000 | 

5,560,000 

N.E. Sandy Boulevard 

Cascade Freeway 

0,64 

20,000 

4 

700,000 

220,000 | 920,000 

1 ,420,000 

2 ,340.000 

Cascade Freeway I 

1 Banfield Freeway 

1,42 

1 0 . 000 

4 

530,000 

4,680,000 | 5.210,000 , 

1,010.000 

6,220,000 

1 

TOTAL 

l. 

6.21 



4.270,000 , 7,120,000 '11.390,000 1 

! 1 

' 13,570,000 

24,960,000 
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F9-FREMONT FREEWAY (US30 ALTERNATE) 
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ROCKY BUTTE 


F9-FREMONT FREEWAY (US 30 ALTERNATE) 
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ROCKY BUTTE TUNNEL PORTALS, LOOKING EAST. 
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FI 0 - LAURELHURST FREEWAY (US99 ALTERNATE) 
COLUMBIA RIVER - PORTLAND-SALEM FREEWAY 


The Laurelhurst Freeway traverses the centrai 

EAST SIDE RESIDENTIAL AREA OF PORTLAND ON AN APPROXI¬ 
MATE LOCATION OF 39TH AVENUE THROUGH MOST OF THE AREA, 
Reference to the illustration on major directional 

DESIRE LINES SHOWS THAT THIS FREEWAY IN ITS PRESENT 
LOCATION IS SOMEWHAT EAST OF THE NORTH-SOUTH DESIRE 
LINE WHICH APPROXIMATES 30TH AVENUE* TH E LOCATION OF 

this Freeway could be anywhere between 25th and 45th 
Avenues and in the event that the Eastside Expressway 

AND THE t 5TH- 16 TH AVENUE ONE-WAY COUPLET ARE NOT BUILT 
A T A REASONABLY EARLY DATE, IT WOU LD BE WELL TO GIVE 
CONSIDERATION TO SHIFTING THE LOCATED LINE FOR THIS 

Freeway westerly to in the vicinity of 30th Avenue, 
The northerly and southerly extremities of the over-all 
Laurelhurst Freeway would remain more or less as they 

ARE CONCEIVED AT THE PRESENT TIM£ --THAT |5* NORTH OF 

Columbia Expressway and south of Powell Boulevard, 

This Freeway carries throughout its entire 

SECTION ONE OF THE HEAVIER TRAFFIC LOADS ON ANY OF THE 

Freeways in the area. It has volumes in 1975 ranging 
FROM 50.000 IN THE CENTRAL PORTION TO A MINIMUM OF 
8 p 000 ON ITS MOST SOUTHERLY PROJECTION, VOLUMES OF 
30,000 ARE EXPECTED ON A NEW PROPOSED STRUCTURE ACROSS 
The Columbia River, Such Columbia River Bridge con¬ 
nects AN EXTENSION OF THIS FREEWAY WITH US99 NORTH OF 

Vancouver, Washington. The use of this routing serves 
as AN alternate for US99 Interstate Highway so as to 
relieve traffic through the West Side Central Business 
District of Portland as well as Vancouver, Washington, 
This Freeway will allow a more direct connection for 
inter-state movement at the same time accommodating a 

CONSIDERABLE VOLUME OF INTRA-STATE AND LOCAL TRAFFIC, 


Throughout most of the location* the Freeway 

IS DEPRESSED; HOWEVER, DUE TO TOPOGRAPHIC CONTROLS AND 
BUILT UP AREAS, SOME OF THE FREEWAY, AS WILL BE NOTED 
ON THE ILLUSTRATION ON THE OPPOSITE PAGE. IS IN TUNNEL 
OR ON VIADUCT SECTION* IT HAS BEEN ASSUMED FOR PUR¬ 
POSES OF THIS REPORT THAT FOUR LANES WOULD BE CONSTRUC¬ 
TED AT THE OUTSET THROUGH THE ENTIRE SECTION* BUT THAT 
RIGHT OF WAY WOULD BE ACQUIRED FROM OAK GROVE NORTHERLY 

to the Washington State line for ultimate development 

or SIX LANES OF TRAFFIC SHOULD THE NEED ARISE. 

Access would be as shown on the illustration 

ON the OPPOSITE PAGE BUT GENERALLY SPEAKING ALL FREE¬ 
WAYS, EXPRESSWAYS AND MAJOR STREETS INTERSECTING THE 

Laurelhurst Freeway would be accommodated--access would 

also BE PLANNED SO THAT MAJOR NEIGHBORHOODS WOULD BE 
ABLE TO USE THIS FREEWAY, 

IT IS REALIZED THAT THE LOCATION OF THIS 

Freeway bisects the Hollywood Business District and if 

THE COST OF THE RIGHT OF WAY IS TOO GREAT AND THE 
OBJECTIONS TOO MANY, INVESTIGATION WILL BE MADE OF 
ALTERNATE LOCATIONS NEAR 30 TH AVENUE OR NEAR 45TH 

Avenue, Time does not permit these rather detailed 

STUDIES AS OF NOW. 


SECT 

1 0 N 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
(1975) 

(ADT) 

LANES 

NO. 

Grading 8 

FAV1NG 

($} 

Stru ctures 

($} 

CONSTft, 

<*) 

R/W 

<*) 

Total 

( 1 ) 

Columbia River bridge 


1 . 00 

30.000 

4 

. . 

4,250,000* 

4,250,000* 

150.000 

4 , 400,000 

marine Drive 

Columbia Expressway 

2,18 

30,000 

4 

1 .0 50.000 

410,000 

1 i . 460 . 0 00 

200,000 

1 ,660,000 

Columbia Expressway 

Fremont Freeway 

1,49 

40,000 

4 

690,000 

500 , 000 

1,190.000 

2.290,000 | 

3.480,000 

Fremont Freeway 

East Burnside Street 

1.01 

45,000 

4 

840.000 

4,140,000 

4,980.000 

3, 170.000 

8.150,000 

East Burnside Street | 

| MT, hood Freeway 

1 . 29 

50.00 0 

4 

1 ,210,000 

390.000 

1 . 600.000 

2.690.000 ' 

4.290,000 

M t. Hood Freeway 

t 

Sellwood Freeway 

2*74 

4 5.000 

4 

1,850. 000 

2,930,000 

4.780,000 

4,740.000 

9.520.000 

Sellwood Freeway 

Oatfielo Road Expressway 

3.53 

28.000 

4 

950,000 

1 , 540,000 

2.490,000 

2 . 300.000 

4,790,000 

Oath eld Road Expressway 

Oswego Highway 

1,79 

12,000 

4 

550.000 

2.130,000 

2.680.000 

1,050,000 

3,730,000 

Oswego Highway 

Pgrtland-Salem Freeway 

5,00 

8,000 

4 

1.320,000 

560.000 

1,880,000 

220.000 

2 , 100.000 

TOTAL 


20*83 



8,460,000 

16.850.000 

25,310,000 

16.810,000 

42,120,000 

1 
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FIO - LAURELHURST FREEWAY 





























































































































































































































































F10 -LAURELHURST FREEWAY 
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FIO- LAURELHURST FREEWAY 

























FI I - EAST BANK FREEWAY 
HARBOR DRIVE FREEWAY - MT. HOOD FREEWAY 


The East bank Freeway is along the approxi¬ 
mate LOCATION OF THE EAST HARBOR LINE OF THE WILLAMETTE 

River intercepting four of the existing Willamette 
River bridges and one proposed Willamette River bridge. 
The service of this Freeway complements the Harbor 
Drive Freeway on the west side. Such a routing would 

GIVE GREATER UTILIZATION OF THE MT, RqOD FREEWAY EAST 

of Union Avenue, and the Delaware and harbor Drive Free* 
ways NORTH OF THE STEEL BRIDGE* THUS, TENDING TO RE¬ 
LIEVE EXISTING AND ANTICIPATED TRAFFIC LOADS ON THE 

Uni on-Grand Avenue One-way Couplet, 

Traffic volumes on this Freeway are expected 
TO AVERAGE SOME 25,000 VEHICLES PER DAY BY 1975, ThE 
ENTIRE SECTION WOULD BE BUILT TO FOUR-LANE STANDARDS 

AND WOULD service an appreciable VOLUME of industrial 

AND COMMERCIAL TRAFFIC WITH A LESSER VOLUME OF HOME-TQ- 
WORK TRIPS AND A NOMINAL AMOUNT OF INTER-CITY AND LOCAL 
TRAFFIC, 

Throughout most of its location the Freeway 

WOULD BE ON AN ELEVATED SECTION AND, EVEN ON THOSE 
PARTS WHERE IT IS NOT NECESSARY TO CONSTRUCT IT SO, IT 
HAS BEEN SO DESIGNED FOR THE PURPOSES OF DEVELOPING 
COST ESTIMATES AS IT IS NOT CERTAIN WHAT FOUNDATION 
PROBLEMS WOULD BE ENCOUNTERED BETWEEN THE MoRRJSON AND 

Hawthorne Bridges, 

The overcrossing of the Burnside Bridge has 

BEEN OCCASIONED BECAUSE IT IS IMPOSSIBLE TO DEVELOP 
ADEQUATE VERTICAL CLEARANCE BETWEEN THE EXISTING RAIL* 

road yards and the proposed East Bank Freeway and the 
Burnside Bridge, If by the time this freeway is con¬ 
structed any arrangements can be made with the operat¬ 
ing RAILROAD COMPANIES FQR THE ABANDONMENT OF CERTAIN 


OF THEIR FACILITIES ADJACENT To THE RIVER OR FOR THE 
SHIFTING IN LOCATION OF CERTAIN TERMINAL FACILITIES 

north of the Morrison Street Bridge, it would then be 
desirable to go under the Burnside bridge, it is pos¬ 
sible THAT THIS LOCATION MIGHT BE BROUGHT OUT TO THE 
HARBOR LINE RESULTING IN A COMBINED PROJECT WITH THE 

Army Engineers in the development of a sea wall, how¬ 
ever, THE LOCATION. AS CONSIDERED IN THIS REPORT, DOES 
NOT ACCOUNT FOR COMBINED PARTICIPATION IN THE FREEWAY 

and Sea Wall projects. 


SECT 

1 0 N 


COST 

FROM 

TO 

length 

(Miles) 

TRAFFIC 
(1975) 

(ADT) 

LANES 

NO. 

Grading a 
Raving 

($) 

St ructures 

(?) 

Const*, 

W 

R/W 

(S) 

Total 

(S) 

Harbor Drive Freeway 

Mt, Hood Freeway 

1.86 

25 * 000 

4 

- * ' 

7,200,000 

7 , 200 . OOO 

3 . 500,000 

10*700,000 

TOTAL 

1,86 



- * 

7,200.000 

1 7 . 200.000 

3.500.000 

1 0,700,000 
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Fll - EAST BANK FREEWAY 


















































































































The Cascade Freeway serves a secondary desire 
LIME OF NORTH-SOUTH TRAVEL IN THE EXTREME EASTERLY POR¬ 
TION of Portland, it extends on the north from marine 
Drive southerly, paralleling 82nd Avenue through Glad¬ 
stone, TO AN INTERCHANGE CONNECTION WITH THE PRESENT 

Pacific Highway Cast, US99E, (Water Street) in Oregon 
City. 


FI 2 - CASCADE FREEWAY (ORE£ 13 ) 
MARINE DRIVE - OREGON CITY 


This highway is expected by 1975 to have 

TRAFFIC VOLUMES RANGING FROM A MINIMUM OF 5,000 VEHI¬ 
CLES PER DAY IN THE MARINE DR I VE-C0LU MB I A BOULEVARD 

Section to a maximum of 40,000 vehicles per day in the 
SECTION BETWEEN E. BURNSIDE STREET AND S.E, POWELL 
Boulevard, Traffic that would use this Freeway is 

MADE UP OF SEVERAL DIFFERENT COMP QNANT5 ; NAMELY, THERE 
WOULD RE A CONSIDERABLE VOLUME OF INTER-CITY AND INTRA¬ 
STATE TRIPS USING SUCH FREEWAY TO BYPASS THE CENTRAL 

area of Portland as well as a large volume of local 
traffic. It would also serve as a direct connecting 
link to the Portland international Airport from Glad¬ 
stone, Oregon City, and Mio-Willamette Valley areas, 

IT IS ALSO DESIGNED AND SO LOCATED THAT If DEMAND 
DEVELOPS, ANOTHER CROSSING OF THE COLUMBIA RlVER COULD 
BE INTEGRATED INTO THIS FREEWAY; HOWEVER, IT IS NOT 
FELT THAT DURING THE TIME PERIOD OF THIS STUDY THAT 
SUCH CROSSING WOULD BE NECESSARY, 

Throughout the entire length of this Freeway, 

IT is PLANNED to CONSTRUCT ONLY FOUR LANES OF TRAFFIC 
BUT TO PLAN RIGHT OF WAY AND OTHER FACILITIES SO THAT 
THE CENTRAL PORTIONS OF THE FREEWAY BETWEEN THE COLUM¬ 
BIA Expressway and Johnson Creek Expressway could be 

EXPANDED TO CARE FOR ADDITIONAL TRAFFIC LANES AS DEMAND 

arises. Generally, the freeway is depressed; however 
where TOPOGRAPHY DICTATES IN THE VICINITY OF THE FRE¬ 


MONT and Banfield Freeways it is necessary to develop a 
tunnel section so as to maintain an optimum grade line. 
There is one section that is on viaduct in the vicinity 
of the Johnson Creek Expressway, while south thereof 
the Freeway is depressed or at grade. Access is as 

SHOWN ON THE OPPOSITE PAGE. 


SECT 

1 0 N 


cost 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 

0 97 5) 

(ADT) 

LANES 

No. 

Grading a 
Paving 

(SI 

structures 

($) 

CONSTR. 

{$) 

R/W 

(II 

Total 

(1) 

N,E, Marine Drive 

Columbia Expressway 

1.83 

5.000 

4 

560.000 

420,000 

980,000 

80.000 

1.060,OOO 

Columbia Expressway 

1 N,E, Stanton Street 

1,60 

20,000 

4 

1 .020.000 

3.600.000 

4,620.000 1 

1 1 

1,100,000 

1 

| 5,720,000 

N.E. Stanton STREET 

1 N.E. hassalo Street 

0.73 

25 ,000 

4 

510,000 

1 1 . 200,000 

1,710,000 

1 

850.000 | 

2,560,000 

M,E. Hassalo Street 

| E, Burnside Street 

0,51 

3 S.0 00 

4 

340.000 

230,000 

57 0,000 

1 

830.000 

t 

1.400,000 

E, Burnside Street 

I MT, Hood Freeway 

1.75 

40,000 

4 

1,320,000 

310.000 

| 1 . 6 30,000 | 

| 1,980,000 

3,610,000 

1 

mt. Hood Freeway , 

1 

, S.E. Foster Road 

1.0 1 

35.000 

4 

760.000 

150.000 
'-- 1 

1 i 

1 9 10 .000 

1 

1,260,000 

2 , 170.000 

1 

S , E, Foster Road 

1 

Johnson Creek Expressway 

1,10 

30,000 

4 

800,000 

230,000 

1- 

1 .030.000 

370 . 000 

1,400,000 

Johnson Creek Expressway 

1 King Road 

1,38 

20 , 00 0 

4 

720,000 

300,000 

1,020,000 

1,020,000 

2,040,000 1 

King Road 

Cl ACK AM: AS HIGHWAY 

a. 76 

15.000 

4 

1 . 100.000 

|---- j 

440,000 

1 , 540 f 000 

740.000 

2,280, 000 

Clackamas Highway 

Water Street Expressway 

3,49 

16 , 000 

4 

920 . 000 

660,000 

1,580.000 

370,000 

1 1 . 3 50 . 000 

TOTAL | 

16.22 



8 , U 5 0 , 0 0 0 

7 , 540.000 

15.590,000 

8,600,000 

24,190.000 

1 
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FI2-CASCADE FREEWAY (ORE 213) 







F12-CASCADE FREEWAY (ORE 213) 
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FI2-CASCADE FREEWAY 


(ORE 213) 
























FI 3 - SELLWOOD FREEWAY 
PORTLAND-SALEM FREEWAY • LAURELHURST FREEWAY 


The Sellwood Freeway connects Southwest 
Portland with Southeast Portland along a line approxi¬ 
mating THE LOCATION OF THE PRESENT SELLWOOD BRIDGE AND 

Tacoma Street* This routing cares for a circumferen¬ 
tial tie in the Freeway System south of the central 

BUSINESS AREA AND WHEN COUPLED WITH THE MULTNOMAH 

Expressway and the Johnson Creek Expressway gives a 
continuous cross*town route south of the central por¬ 
tion OF THE C| TY . 

Traffic volumes by 1975 on this Freeway vary 
FROM 30.000 IN THE CENTRAL PORTION BETWEEN S.E. 13TH 
Avenue and mcloughlin Boulevard to 15,000 vehicles per 
□AY IN THE EXTREME WESTERLY PORTION* TRAFFIC THAT 
WOULD USE THIS FREEWAY IS PRIMARILY NEIGHBORHOOD COU¬ 
PLED WITH home-to-work AND A MINIMUM amount of indus¬ 
trial, IT ALSO SERVES AS A LINK IN A CIRCUMFERENTIAL 
ROUTE THROUGH THE SOUTH CENTRAL RESIDENTIAL AREAS OF 
Pc rtlAN D, 

Throughout most of its length the Freeway is 

DEPRESSED OTHER THAN AT THE R I VERV!EW CEMETAfiY WHERE 

the Freeway is in a tunnel section, and it is on a 

MODIFIED HIGH-LEVEL WILLAMETTE RlVER CROSSING JUST 
NORTH OF THE PRESENT SELLWOOD BRIDGE. 

Connections are made between this Freeway and 
the Portland-Salem Freeway, S,W. Taylor's Ferry Road, 
Oswego Highway in the vicinity of S.E. Ninth and Sixth 
avenues. S.E, mcLoughlin Boulevard and with the Laurel- 
hurst Freeway at the Johnson Creek Expressway, The 
Freeway will be four lanes throughout with sufficient 

RIGHT OF WAY ACQUIRED AT THE OUTSET TO CARE FOR ULTI¬ 
MATE DEVELOPMENT TO SIX LANES. 


SECT 

1 0 N 


COST 

FROM 

TO 

LENGTH 

(MlL ES) 

TRAFFIC 
t 1975} 

(ADT) 

LANES 

No. 

Grading a 
Raving 

t 

St ructures 

CD 

Con str. 

(S) 

R/W 

it ) 

Total 

it ) 

Portland-Salem Freeway 

Oswego Highway 

1 . 21 

15.000 

4 

2.340.000 

260,000 

2.600.000 

200,000 

2,800,000 

Oswego Highway 

S.E. Sixth avenue 

0.45 

30.000 

4 

60.000 

2,660.000 

' 2,720,000 ^ 

1 ' H 

80,000 | 

i 2.800,000 

S.E. Sixth Avenue 

mcloughlin Expressway 

0.98 

30.000 

4 

740,000 1 

830 .000 

! , 570,000 

1 

740.000 

1- 

2.310,000 

Mcloughlin Expressway 

LAURELHURST FREEWAY 

o 

o 

24.000 

4 

490.000 

470,000 

960.000 

360,000 

1 ,3 20.000 

| 

TOTAL | 

| . . 

3.64 



3.630,000 

4.220.000 | 

| 7,850,000 | 

1.380.000 

1 9 . 230.000 

1 

1 
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l - 1 

f 1 



i 




| 1 

1 

1 



i 

[ 




J 1 

!] 

I 









m i 

i 

1 







1 | 


I 

I 





1 1 


i 




! i_1 

■j 


90 - 
































































S.EHTH AVI 



SPOKANE 




CRYSTAL 


S-C, TEN!NO 


TACOMA 


PORTLAND 




W<> 


portland^salem 
freeway Eht 


n e h ale m 


TERWfiLLlGER 

BLVO. 


•is* 

^\T RIVERVIE^ 1 ^ 5 ' 
CEMETERY ^ 


o 


BARSUR S LV&. 


* 

3 “ 

x. u. 
o - 
3 (J 
«t <r 

-I At 

o *- 

x 


ZjlCOjy 




SELLWOOD 
BRIDGE 


iS 

Is 

m 


LEXJNOTON 


“ 91 - 


FI3 - SELLWOOD FREEWAY 
































































































































The Glencullen Freeway connects the rapidly 

GROWING RESIDENTIAL AREA SOUTHWEST OF PORTLAND DIRECTLY 
WITH A ONE-WAY STREET COUPLET CONNECTING TO THE WEST 

Side Central Business District and by other arterial 
STREETS TO THE Ross ISLAND BRIDGE AND HARBOR DRIVE FREE¬ 
WAY, This Freeway starts at an intersection with 
Barbur Boulevard and enters a twin two-lane tunnel at 
Terwilliger Boulevard and remains in tunnel section 

UNDER MAROUAM HlLL An D COUNCIL CftEST AND LEAVES THE 

tunnel section one half mile northeast of Glencullen. 

tT UNDERCROSSES S,W, 45 TH AVENUE AND CONNECTS DIRECTLY 

with the Beaverton-H i llsdale Highway through a traffic 

INTERCHANGE in THE COMMUNITY OF GlENCULLEN. 

This Freeway is expected to carry some 15.000 

VEHICLES PER DAY AND is VITAL IN DEVELOPING RELIEF FOR 

the Sunset and Portland - Salem Freeways which will ulti¬ 
mately become congested through traffic demand. 


F!4 - GLENCULLEN FREEWAY 

barbur Boulevard - beaverton-Hillsdale highway 


SECTION 



COST 

FROM 

TO 

LENGTH 

{Miles) 

TRAFFIC 

(1975) 

(ADT) 

LANES 

NO. 

Grading a 

PAV1NG 

(f) 

STRUCTURES 

(!) 

CflNSTR. 

<$) 

R/W 

($} 

Total 

it ) 

Barbur Boulevard 

GLENCULLEN 

2 . S 4 

t5,000 

4 

400,000 

18,100,000 

18 . 500 . 000 

500,000 | 19.000,000 

total 

I 

in 

tM 



A 00.000 

1 B . 1 00,0 00 | 18. 500.000 

r ~ 1 

500.000 | 19.000.000 


r~ 
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1 
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1 


\ 

i 




1 1 
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FI4-GLENCULLEN FREEWAY 














EXPRESSWAYS 
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This project is necessary to increase the 

TRAFFIC CAPACITY ON AN EXISTING ALREADY OVER* TAXED 
FACILITY AND WILL BE ACCOMPLISHED THROUGH THE CONSTRUC¬ 
TION OF A RAISED MEDIAN THROUGHOUT ITS ENTIRE LENGTH. 
THE PROHIBITION OF PARKING. THE INSTALLATION OF TRAFFIC 
SIGNALS. AND THE CHANNELIZATION OF A FEW MAJOR INTER¬ 
SECTIONS AND CLOSING TO CROSS-TRAFF | C ALL MINOR INTER¬ 
SECTIONS BETWEEN THE UNION-GRAND AVENUE ONE-WAY COUPLET 
TERMINUS IN THE VICINITY OF S,E, DlVISiON STREET AND 
THE TERMINATION OF THE PRESENT RAISED MEDIAN AT S,E, 

Reeoway Street. 

Four lanes of traffic will be maintained as 

ARE PRESENTLY IN EXISTENCE AND IT IS EXPECTED THAT. 

notwithstanding all other improvements in the area such 
as the Eastside Expressway, the Laurelhurst Freeway and 

OTHE-R MAJOR ROUTINGS, HOME-TO-WORK INTRA- AND INTER¬ 
CITY TRAFFIC WILL STILL AMOUNT TO SOME 25,000 VEHICLES 
per day in 1975. Pending completion of these express¬ 
way and FREEWAY ROUTES. MCLOUGHLIN BOULEVARD WILL CARRY 
an EVEN GREATER VOLUME OF TRAFFIC. 


El - MCLOUGHLIN BOULEVARD EXPRESSWAY (US99E) 

STEPHENS-UNION-GRAND AVENUES- REEDWAY STREET 


SECTION 


COST 

FROM 

TO 

-1 

LENGTH 

(MILES) 

TRAFFIC 

(1975) 

(ADT) 

LANES 

NO. 

Grading ft 
Paving 

(i) 

Structures 

(S) 

Constr. 

($) 

R/W 

(SI 

Total 

<f) 

Union-Grand Avenue Couplet Reedway Street 

2.25 

25,000 

4 

■ 

25Q.OOO 

• - 

250,000 

- - ( 250,000 

-----1- 

TOTAL > 

2.25 



250,000 1 - - 1 250,000 

1 1 

- - | 250.000 
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This Expressway is a continuation of the Mt. 
Hood Freeway, which has been previously described, and 

IS ON VIRGIN ALIGNMENT EXTENDING EASTERLY FROM UNNEMAN 
JUNCTION SOUTH OF GRESHAM PROPER AND THENCE SOUTH¬ 
EASTERLY TO AN INTERSECTION WITH THE EXISTING MT. HOOD 
Highway* U528. just west of the City of Sandy, This 

HIGHWAY IS PLANNED TO BE CONSTRUCTED TO FOUR LANES WITH 
THE TWO LANES PHYSICALLY SEPARATED AND WITH IMPORTANT 
intersections SEPARATED IN GRADE, *T IS FELT THAT 
ALTHOUGH THERE IS SOME 5.000 TO 8,000 VEHICLES PER DAY 
requiring the usage of this Expressway, it would not be 

NECESSARY TO SU 1 L O IT TO COMPLETE FREEWAY STANDARDS 
EVEN THOUGH ALL RIGHTS OF WAY WILL RE ACQUIRED WITH 
FULL CONTROL OF ACCESS. 


E2 - MT. HOOD EXPRESSWAY (US26) 
LINNEMAN JUNCTION - SANDY 


SECTION 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
(1975) 

(ADT) 

LANES 

NO. 

Grading a 

Pav | NO 

i*) 

Structures 

CONSTP, 

(11 

R/W 

ES) 

Total 

C$) 

L i nh eh an Junction 

Hogan Road 

4.30 

5,000 

4 

-1 

1 , 040,000 

i- 

300,000 

1 , 340,000 

380.000 

[ 1,720,000 

-- 

HoganRoad i mt. Hood Highway 

7.70 

a, ooo 

4 

1 ,825,000 

150,000 1 1,975.000 

250.000 

1 

j 2,225,000 

TOTAL 

12.00 



2,865.000 1 450,000 

3,315,000 

630,000 

1 3,945.000 
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This improvement connects between the 15th 
16 th avenue One-way Couplet just north of the Ban field 
Freeway southerly to the Mcloughlin Boulevard Express* 

WAY AT ReEOWAY STREET, THROUGHOUT ITS ENTIRE LENGTH 
RIGHTS OF WAY HAVE BEEN ACQUIRED AND ACCESSES CONTROL* 
L ED, IT WOULD BE IMPRACTICABLE TO DEVELOP A FACILITY 
OF THE LEVEL REQUIRED ON EXISTING STREETS, TRAFFIC 
VOLUMES OF SOME 30*000 VEWICLES PER DAY NORTH OF THE 

MT. Hood Freeway are expected on this facility by 1975* 


Access to this facility will be controlled 

THROUGHOUT ITS ENTIRE LENGTH BUT CONNECTIONS TO MOST 
MAJOR STREETS WILL BE MADE THROUGH A SEPARATION IN 
grade* Some four major intersections would BE SIGNAL¬ 
IZED* minor intersections will be closed or will have 

THEIR CROSS-TRAFFIC MOVEMENTS RESTRICTED. THE SOUTHER¬ 
LY portion of the Expressway between Powell Boulevard 

AND MCLOUGHLIN EXPRESSWAY IS ON ELEVATED SECTION JUST 

south of the Southern Pacific Company Brooklyn Yard* 


E3 - EASTS IDE EXPRESSWAY 
MULTNOMAH STREET - MCLOUGHLIN EXPRESSWAY 
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The Industrial Expressway is designed to 

CARE FOR RECONSTRUCTION OF THE COLUMBIA RlVER HIGHWAY* 
U S30, THROUGH THE COMMUNITY OF LIN N TON AND MAKE DIRECT 
CONNECTION TO THE ST, JOHNS BRIDGE, THE INDUSTRIAL FREE* 
way, and Tualatin Valley - St. Johns Expressway, 

It is expected that by 1975 this Expressway, 

EVEN THOUGH BYPASSING THE LlNNTON COMMUNITY ON THE 
RIVER SIDE, WILL STILL BE USED BY SOME 15,000 VEHICLES 
PER CAY, 


E4 - INDUSTRIAL EXPRESSWAY (US30) 
BURLINGTON - ST. JOHNS BRIDGE 
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The Oregon City high-level Bridge is planned 

TO CONNECT THE OSWEGO HIGHWAY IN WEST LlNN WITH THE 
UPPER LEVEL Of OREGON ClTY IN THE VICINITY OF THE 

McLoughlin House at Seventh Avenue, Such hridge would 

8 E CONSTRUCTED TO FOUR LANES WITH A RAISED MEDIAN AND 
WOULD HAVE ADEQUATE CHANNELIZED INTERSECTIONS WITH SIG¬ 
NALIZED CONTROL PROVIDED AT ITS TERMINAL POINTS, 

IT IS EXPECTED THAT BY 1975 SOME 19*000 VEHI¬ 
CLES PER DAY WILL DESIRE TO CROSS THE WILLAMETTE RI V E R 

between West Linn and Oregon City and that the new 
STRUCTURE WILL CARE FOR SOME 10*000 VEHICLES PER DAY 
AND THE EXISTING STRUCTURE CONNECTING WEST L1NN WITH 
THE LOWER LEVEL OF OREGON C|TY AND ITS CENTRAL BUSINESS 

District would care for the remaining 9*000 vehicles 
PER day. Such structure would remove from the con¬ 
gested Central Business District of Oregon City those 
increments of traffic which have no desire for ingress 

OR EGRESS TO SUCH CENTRAL BUSINESS DISTRICT. |T WOULD 
ALSO SERVE INTER-CITY ANO EXCHANGE OF NEIGHBORHOOD 
TRAFFIC AND A CONSIDERABLE VOLUME OF HOME-TO-WQRK TRIPS 
BETWEEN THE INDUSTRIAL AREAS OF WEST LINN AND OREGON 
C I TY * 


E5 - OREGON CITY BRIDGE EXPRESSWAY (0RE43) 
WEST LINN - OREGON CITY 


S E C T 1 ON 


COST 

FROM 

TO 

LENGTH 

{MILES) 

TRAFFIC 
(1975) 

{ADT) 

LANES 

NO, 

Grading & 

PAV1N G 

(!) 

Structures 

($) 

Con s ir * 

(%) 

R/W 

ft) 

Total 

(!) 

West linn 

Oregon City 

0.3t 

10,000 

4 

50 * 000 

2,700.000 

3, 200,000 

300.000 | 3 . 500.000 

TOTAL 


0.3 t 
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This project runs from just north of the 
Clackamas River Bridge in Gladstone to the intersection 
of Tenth street in Oregon City and generally is the con¬ 
version of the Pacific Highway East (McLqughlin Boole* 
vard and Water Street) from major street status to 

EXPRESSWAY STATUS* SUCH WOULD REQUIRE THE PARTIAL CON* 
TRGL OF ACCESS ALONG THIS ROUTE. THE CONSTRUCTION OF A 
RAISED MEDIAN. AND THE DEVELOPMENT OF LEFT-TURN REFUGES 
AT MAJOR INTERSECTIONS SUCH AS TENTH AND I4TH STREETS 

in Oregon City and at Arlington Street in Gladstone* 

IT ALSO CALLS FOR THE CONSTRUCTION OF A TRAFFIC INTER* 
CHANGE BETWEEN THIS EXPRESSWAY AND THE BEGINNING OF THE 

Cascade Freeway. it also requires construction of con¬ 
nections to the Oregon City Sewage Disposal Plant and 

RECREATIONAL AREAS ALONG THE RIVER SUCH THAT LEFT TURNS 
ARE ELIMINATED* 

The four lanes of traffic as presently being 

UTILIZED ALONG US99E WOULD BE MAINTAINED* IT WOULD IN 
SOME AREAS HAVE CURBS CONSTRUCTED* AND IT IS ANTICI¬ 
PATED. NOTWITHSTANDING ALL OTHER IMPROVEMENTS IN THE 
AREA, THAT BY T 97 5 SOME 22,000 VEHICLES PER DAY WOULD 
USE THIS SECTION OF US99E* 


E6 - WATER STREET EXPRESSWAY {OREGON CITY. US99E) 
Gladstone - Oregon city 


SECTION 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
( 1975} 

(ADT) 

LANES 

NO* 

Grading a 
Paving 

(1) 

Structures 

(1) 

Con str. 

{*1 

R/W 

($) 

Total 

<•) 

Gladstone 

* Tenth Street 

t . 20 

2 2* 0 00 

4 

200*000 ' 

. . 

200 * 000 
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i ’ * 1 
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1 ' 
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E7 - MULTNOMAH EXPRESSWAY 
cedar Hills-Tualatin Expressway - Portland- 

SALEM FREEWAY 


The Multnomah Expressway is an east-west 
routing connecting an outer circumferential expressway 
(Cedar Hills-Tualatin) with the Portland-Salem Freeway 

AND IN ITS COURSE IS INTERSECTED BY THE SCHOLLS FERRY 

Highway and other major streets* It bisects the 
Multnomah Area and would serve as a distribution and 

FEEDER ROUTE TO 0ARBUR BOULEVARD AND P Q R TL A N 0 - S A L E M 
FREEWAY* 

This, as would all other expressways* would 

BE CONSTRUCTED To FOUR LANES AND IT IS EXPECTED THAT IN 
ITS WESTERLY PORTIONS IN THE VICINITY OF THE EXISTING 

Beaver ton-Aurora Highway would care in 1975 for some 
10*000 vehicles per day, which volume would increase to 

APPROXIMATELY 10,000 VEHICLES PER DAY AS THE EXPRESS¬ 
WAY intersects the Portland-Salem Freeway, 

This Expressway is a part of a continuous 
east-west circumferential routing on the southerly por¬ 
tion of the City of Portland and, when coupled with the 
Sellwood Freeway and Johnson Creek Expressway, is an 

EXCELLENT EAST-WEST ARTERIAL AND WILL DEVELOP A RATHER 
HIGH LEVEL OF SERVICE FOR AN INTERCHANGE OF TRAFFIC 
BETWEEN COMMUNITIES AND NEIGHBORHOODS* THROUGHOUT MOST 
OF ITS LENGTH, ALL MAJOR INTERSECTIONS WILL BE SEPAR¬ 
ATED IN GRADE WITH INTERCHANGE POSSIBLE. OTHER LESS 
IMPORTANT INTERSECTIONS WILL BE CHANNELIZED 8U T WILL 
NOT NECESSARILY BE SIGNALIZED UNTIL LATE IN THE 20-YEAH 
PERIOD OF PLANNING* 


SECTION 


COST 

FROM 

TO 

LENGTH 

(Miles} 

TRAFFIC 

(1973) 

(ADTJ 

LANES 

NO, 

Grading 0 

PAVING 

(%) 

Structures 

it ) 

CONSTR. 

(f) 

R/W 

{%) 

Total 

(SI 

Cedar Hills-Tualatin Expressway 

Scholls Highway 

T , 50 

10.000 

4 

375 , 000 

150,000 

525,000 

120.000 | 645.000 

Scholls Highway 

Oleson Road 

1.10 

15,000 

4 

2 50 t 000 

100,000 

350,000 

90,000 | 440,000 

Oleson Road Port land-Salem Freeway 

2*70 

1 8,000 

A 

4 50,000 

75.000 

525,000 

2 1 0.000 | 

735.000 

TOTAL 


5.30 
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32 5.000 

t,400.000 
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420,000 , 
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E8 - COLUMBIA EXPRESSWAY (US30-BYPASS) 
ST. JOHNS BRIDGE - 122ND AVENUE 


This Expressway connects with the St, Johns 
Bridge and follows a location approximating St. Louis 
and Fessenden streets around the St. Johns Area and 
then traverses a virgin line just south of Columbia 
Boulevard to a point near n.£. Lombard and Ninth 
Streets, At such point it is planned to reconstruct 
the N.E. Portland Highway to the vicinity of Cully Road 
AND FROM THIS POINT EASTERLY TO FOLLOW A LOCATION JUST 
SOUTH OF KILLING5WORTH STREET TO A POINT JUST BEYOND 

Columbia Boulevard; then a virgin line again would be 
UTILIZED JUST SOUTH OF THE UNION PACIFIC RAILROAD 

Tracks and north of Parkrose to a connection with 122nd 
Avenue, 

This over-all location gives a connecting 
route along the northern terminus of several of the 

MAJOR STREETS AND EXPRESSWAYS AND INTER-TIES CERTAIN OF 
THE NORTH-SOUTH FREEWAYS (DELAWARE. LAURELRURST AND 

Cascade Freeways). It also services the industrial. 

WHOLESALE AND MANUFACTURING ESTABLISHMENTS ALONG THE 

Union Pacific Railroad and Columbia Boulevard to North 

AND NORTHEAST PORTLAND, |T ALSO AFFORDS AN INDIRECT 
CONNECTION TO THE PORTLAND INTERNATIONAL AIRPORT AND 

the Portland Stockyards. 

The Expressway will be constructed to four 
lanes throughout its entire length and in the portion 
between the laurelhurst and Cascade Freeways it is 

EXPECTED THAT BY 1975 SOME 30,000 VEHICLES PER DAY WILL 
USE THIS SECTION, WHILE IN THE SECTION EAST OF THE 

Cascade Freeway to 122nd Avenue some 10.000 vehicles 
per day will UTILIZE SUCH FACILITY. INTERCHANGE 
CONNECTIONS WILL BE MADE WITH THE FREEWAYS INTERSECTING 

this Expressway, at major streets and other expressway 

LOCATIONS, CONNECTIONS WILL BE MADE THROUGH SEPARATION 
IN GRADE WITH INTERCHANGE OF TRAFFIC POSSIBLE. $OME 
MINOR INTERSECTIONS WILL IN SOME LOCATIONS BE UNDER 
SIGNALIZED CONTROL. BUT THROUGHOUT MOST OF ITS LINEAL 
PORTION CROSS-TRAFFIC WILL BE RESTRICTED. 


SECTION 


COST* 

FROM 

TO 

LENGTH 

(MILES) 

TRAFFIC 
{197 S) 

(ADT) 

LANES 

NO, 

Grading & 

PAVING 

<•) 

Structures 

( 1 ) 

CONSTH. 

(*» 

R/W 

If) 

To TAL 

(f) 

St, Johns Bridge 

Delaware Freeway 

3.80 

20,000 

4 

1,330.000 

900 . OOO 

2.230,000 

-1--- 

2,100,000 | 4,330,000 

Delaware Freeway 

Laurelhurst Freeway 

3 . 50 

17,000 

4 

1,230.000 

750,000 

1,930.000 

1 1,950.000 | 3.930.000 

Laurelhurst Freeway 

Cascade Freeway 

2 . 40 

30,000 

4 

940,000 * - • 1 

940,000 

1 , 350.000 | 

2,290,OOO 

Cascade Freeway | 122nd Avenue 

2.00 

10,000 

4 

8 00,00 0 

- ■ | 800,000 

1 .280 . OOO 

2,080,OOO 

TOTAL | 

11.70 



4.300,000 

1 . 650,OOO | 

| 5,950,000 

| 6,680.OOO 

1 12.630.000 
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The Barne s Road Expressway is so located and 
designed as to afford a certain amount of relief for 
the Sunset Freeway, especially in the Canyon Road 
Section, which will, if other alternate routes are not 
improved, become congested as the residential area in 
the Cedar Hills vicinity grows. This Expressway 

FOLLOWS THE APPROXIMATE LOCATION OF THE EXISTING BARNES 

Road and it is anticipated that by 197 5 some 8.000 vehi¬ 
cles PER DAY WILL USE THE SECTION IMMEDIATELY ADJACENT 
to the Sunset Freeway with these volumes increasing as 
the route approaches the Central Business District 

UNTIL THE SECTION BETWEEN 23f*D AVENUE AND STADIUM FREE- 
WAY REACHES SOME 30,000 VEHICLES PER DAY, 


E9 - BARNES ROAD EXPRESSWAY 
SUNSET FREEWAY - STADIUM FREEWAY 


SECT 

1 0 N 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 

(1975) 

(ADT) 

LANES 

NO, 

Grading a 

PAVINC 

(*) 

Structures 

($) 

CONSTR, 

(!) 

R/W 

( 1 ) 

Total 

{$) 

Sunset Freeway 

Skyline Boulevard 

2 . 50 

6 , 000 

4 

7 50,000 

670.000 

1,420.000 

1 

750.000 | 

2,170,000 

Skyline Boulevard 

Stadium Freeway 

2.00 

t 2.000 

4 

940.000 

1 

940,000 1 

1,600,000 | 

i 

| 2,540,000 

TOTAL 

4 , 50 



t .690.000 
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The Johnson Creek Expressway is a continua¬ 
tion OF THE SOUTHERLY CROSS-TOWN CIRCUMFERENTIAL ROUT¬ 
ING COMPOSED OF THE MULTNOMAH EXPRESSWAY. THE SlLLWOQD 

Freeway, and the Johnson Creek Expressway. This high¬ 
way MAKES DIRECT CONNECTION WITH THE SELLWQOD FREEWAY 
AND lAURELHURST FREEWAY AND IS LOCATED ALONG A LINE 

approximating the north bank of Johnson Creek and 

PARALLELING THE PORTLAND TRACTION COMPANY LINE TO IN 
THE VICINITY OF 122ND AVENUE WHERE IT MAKES CONNECTION 

with I 22nd Avenue and Mt, Hood Freeway. 

This Expressway is expected by 1975 to serve 
SOME 15,000 VEHICLES PER DAY IN THE SECTION BETWEEN THE 
Laurelhuhst and Cascade Freeways and some 8,000 veh i - 
CLES PER DAY IN THE EASTERLY SECTION THEREOF, THIS 
ROUTE WILL BECOME AN INTEGRAL PART OF THE RESIDENTIAL 
AND INDUSTRIAL DEVELOPMENT OF THE EAST AND SOUTHEAST 
DISTRICTS OF THE PORTLAND METROPOLITAN AREA, 


El 0 - JOHNSON CREEK EXPRESSWAY 
LAURELHURST FREEWAY - MT . HOOD FREEWAY 
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This Expressway has as its objective relief 
for the Tualatin Valley highway, which it is antici¬ 
pated by the end of THE PERIOD OF STUDY OF THIS REPORT, 
will, EVEN THOUGH IT IS CURRENTLY BEING IMPROVED, 
DEVELOP CAPACITIES WHICH WILL TEND TO CONGEST |T. To 
THIS END AN ALTERNATE LOCATION BETWEEN HILLSBORO AND 

the Sunset Freeway was felt advisable. The location 
of this Expressway is generally north of the Community 
of Orenco and intersects the Sunset Freeway in close 
proximity to Cornell Road : thus, the improved Cornell 
Hoad, the sunset Freeway, and the Barnes Road Express¬ 
way WOULD be AVAILABLE FOR USE BY THIS TRAFFIC, WHICH 
IT IS EXPECTED IN 1975 WOULD AMOUNT TO 8,000 VEHICLES 
PER DAY, 


Ell - HILLSBORO EXPRESSWAY 
WHEELER AVENUE - SUNSET FREEWAY 


SECT 

1 0 N 


COST 

FROM 

TO 

LENGTH 

(miles) 

TRAFFIC 
( 197 5) 

(ADT) 

LANES 

NO. 

Grading a 
Pavino 

(I) 

STRUCTURES 

(I) 

CONSTR, 

(I) 

R/W 

(!) 

Total 

($) 

Wheeler Avenue 

Sunset Freeway 

1,25 

8.000 

4 

225,000 

155,000 

380,000 

350,000 

730.000 

TOTAL 
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1,25 
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Et2 - CEDAR HILLS-TUALATIN EXPRESSWAY 

SUNSET FREEWAY - PORTLAND-SALEM FREEWAY 


The Cedar hills-Tualatin Expressway forms a 

PART OF A WESTERLY CIRCUMFERENTIAL ROUTING OF THE 

Metropolitan area and at the same time affords certain 

BYPASS CHARACTERISTICS BETWEEN THE FORTLAND-SALEM FREE¬ 
WAY. the Sunset Freeway and Lower Columbia River high¬ 
way for Willamette Valley trips destined for the Oregon 
Coastal areas. This highway follows, throughout most 

OF ITS DISTANCE. THE ROUTING OF THE SOUTHERN PACIFIC 

Company and Spokane. Portland and Seattle Railway loca¬ 
tion. It makes connection to the Sunset Freeway in the 
vicinity of Cedar Mill. It bypasses Beaverton to the 
west AND TRAVERSES THROUGH THE CENTRAL PORTION OF THE 
Community of Tigard parallel to the existing railroad 

LOCATION AND MAKES CONNECTION WITH THE RORTLAND-SALEM 

Freeway through utilization of the Upper Boones Ferry 
Road Traffic Interchange. This highway routing, when 

COUPLED WITH THE SOUTHERLY EXTENSION OF THE LAU H ELHURST 

Freeway and the St, Johns-Sunset Expressway, would 
AFFORD A COMPLETE WESTERLY AND SOUTHERLY CIRCUMFEREN¬ 
TIAL ROUTING AROUND THE PORTLAND METROPOLITAN AREA, 

IT IS EXPECTED THAT BY 1975 TRAFFIC VOLUMES 
OF 15.000 VEHICLES PER DAY WOULD BE USING THIS FACILITY 
just south of Beaverton and these volumes will diminish 

TO 8,000 VEHICLES PER DAY BETWEEN TjGARD AND THE PORT- 

land-Salem Freeway and 6.000 vehicles per day between 
Beaverton and the Sunset Freeway* 


SECT 

1 0 N 


COST 

FROM 

TO 

LENGTH 

(miles) 

TRAFFIC 
( 1975) 

(ADT) 

LANES 

NO. 

GRAOING 8 
PAVING 

C$J 

Structures 

{%) 

CONSTR. 

($} 

R/W 

(*> 

Total 

<«) 

Sunset Freeway 

Beaverton 

2.35 

6.000 

4 

50 0.000 

225,000 

725,000 

950.000 

1,675.000 

Beaverton 

! MULTNOMAH EXPRESSWAY 

1 * 57 

t S.000 

4 

3 10.000 

1 

310.000 

1 60,000 

1 

470,000 

| 

Multnomah Expressway 

Scholls Highway 

1,66 

10.000 

4 

350.000 

120.000 

470.000 

90.000 ! 

| 560.000 

SCH DLLS HIGHWAY 

T 1 G A R D 

1,42 

9 . 000 

4 

340 . 000 

170.000 

510,000 

1 

220,000 

1 

7 3 0.000 

Tigard | 

[ Portland-Salem Freeway 

2,10 

8.00 0 

4 

490.000 

390,000 

| 880,000 | 

| 500,000 

1 , 380,0OO 

TOTAL , 

1 ! 

9.10 



1,990,000 

905.000 
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1 2.895.000 
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The Qatfield Road Expressway is along the 

APPROXIMATE LOCATION OF THE EXISTING OATFIELD ROAD 
LYING JUST TO THE SOUTH THEREOF THROUGHOUT MOST OF ITS 
LENGTH, IT IS DESIGNED TO SERVE AS A RELIEF FOR THE 

present Pacific highway East, U599E, {McLougwlin Boule¬ 
vard} BETWEEN THE COMMUNITIES OF GLADSTONE AND OAK 

Grove* It is not felt that it would be practical to 

CONVERT THE PRESENT LOCATION OF MCLOUGHLIW BOULEVARD 
FROM MAJOR STREET TO EXPRESSWAY STANDARDS, 0UT THROUGH 
USAGE OF THE SOUTHERN PORTION OF THE CASCADE FREEWAY 
BETWEEN OREGON ClTY AND GLADSTONE COUPLED WITH THIS 

Expressway, it would be possible to make direct con¬ 
nection to the Laurelhurst Freeway and to McLoughljn 
Boulevard north of Oak Grove, Such Expressway is 
EXPECTED TO CARE FOR SOME 10*000 VEHICLES PER DAY HY 
1975 . 


El 3 - OATFIELD ROAD EXPRESSWAY 
LAURELHURST FREEWAY - CASCADE FREEWAY 
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This Expressway follows the approximate loca¬ 
tion of Germantown Rqao throughout the greater portion 

OF ITS LENGTH CONNECTING DIRECTLY WITH THE ST. JOHNS 

Bridge and the industrial Freeway at its northern 

TERMINUS and WITH THE SUNSET FREEWAY AND CORNELL RoAD 
AS ITS SOUTHERN TERMINUS. THE EXPRESSWAY COMPLETES AN 
OUTER C|RCUMFERENT|AL WEST SIDE ROUTE IN THE PORTLAND 

Area. )t connects with the Cedar Hi lls- Tualatin 
Expressway completing the west side link and has a dual 

FUNCTION OF MAKING A DIRECT CONNECTION TO A NORTHERLY 
CIRCUMFERENTIAL ROUTING VIA THE Si. JOHNS BRIDGE AND 

Columbia Expressway. 

This Expressway is expected to care for some 
5,000 VEHICLES PER DAY BY 1975 . YET AN UNPRECEDENTED 
SUBURBAN RESIDENTIAL GROWTH IN THIS AREA COULD CAUSE 

these volumes to increase* It is not* however* anti¬ 
cipated AT THIS TIME THAT THEY WILL* ThE HIGHWAY IS 
CONSTRUCTED TO FOUR LANES THROUGHOUT WITH TRAFFIC 
INTERCHANGES AT t TS TERMINAL POINTS, SKYLINE BOULEVARD 
AND AT ITS CROSSING OF THE CORNELL RO A D * 


El4 - ST. JOHNS-SUNSET EXPRESSWAY 

Sunset freeway . industrial freeway 


SECTION 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 

(1975) 

(ADT) 

LANES 

NO* 

Grading & 
Paving 

{$} 

Structures 

{$) 

Const*. 

{$) 

R/W 

(*} 

Total 

($) 

St. Johns bridge 

Sunset Freeway 

10.50 

5.000 

4 

3,240.000 

360.000 

3 , 600.000 

200.000 | 3,BOO.000 

TOTAL 
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10.50 



3,240,000 1 360.000 j 3.600,000 

200,000 | 3.800.000 
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Ml - BARBUR BOULEVARD 
BERTHA BOULEVARD - TtGARD 


That portion of this project between bertha 
Boulevard and the Portland-Salem Freeway is one of 

RATHER HIGH PRIORITY AS *T SHOULD B E ACCOMPLISHED IN 
THE INTERIM AWAITING THE CONSTRUCTION OF THE WASHINGTON 

County Line-Haroor Drive freeway Section of the Port¬ 
land -Salem Freeway, Although traffic volumes in 1975 

WOULD AMOUNT TO ONLY 10,000 VEHICLES PER DAY |N THE 

Capitol Highway-bertha Boulevard Section, traffic 

VOLUMES IN THE FIRST FEW YEARS WOULD BE CONSIDERABLE. 

Such volumes would range as high as 30,000 vehicles per 

DAY , 

The type of work anticipated would amount to 

BRINGING CERTAIN KEY INTERSECTIONS UNDER SIGNALIZED 
CONTROL AND DEVELOPING CHANNELIZED LEFT-TURN MOVEMENTS] 
IN OTHER WORDS, ESTABLISHING A PROGRESSIVE SIGNAL 
SYSTEM WITH ORDERLY CONTROL OF LEFT-TURNING AND GROSS* 
TRAFFIC MOVEMENTS COUPLED WITH CONTROL OF SHOULDER 
P ARK I N G, 

The conversion of the present pacific Highway 
West (u599W) between Tigard and the Pqrtlano*Salem 
Freeway is necessary to partially control access 
through constructing a raised median and installing cer. 

TAIN LEFT-TURN ISLANDS AT STRATEGIC POINTS IN THIS SEC¬ 
TION, IT MAY ALSO BE NECESSARY TQ PUT CERTAIN INTER* 
SECTIONS UNDER SIGNALIZED CONTROL. [T IS ANTICIPATED 
THAT IN 1975 THIS SECTION OF THE PACIFIC HIGHWAY WEST 
WILL BE SERVICING SOME 20,000 VEHICLES PER DAY. 


SECT 

I 0 N 


COST 

FROM 

TO 

LENGTH 

TRAFFIC 

(1975) 

lanes 

Grading a 
Paving 

ST RUCTURES 

CONSTR. 

R/W 

Total 



(MlL ES) 

(ADT) 

NO. 

(*i J 

1.<’> 

(91 

til 

( 1 ) 

S,w. Sertha Boulevard 

Washington County Line 

3,65 

8,000 

4 

130.000 

1 ^ - 

1 30,000 

i 

* * i 

1 30,000 

---1 

Washington County line 

1--- 

1 Tigard 

1 . zo 

20.000 

4 

200,000 

' 1 

200,000 


1- 

200,000 

TOTAL 

4,85 



330,000 

1 - - | 

330.000 

i 

* * 1 

330.000 
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M2 - UN I ON-GRAND AVENUE ONE-WAY COUPLET 
Lombard Street - division Street 


f 

This project is one of considerable merit in 
that Union avenue is presently carrying traffic beyond 
its practical capacity* and once the Morrison Bridge 

ANo,HAWTHORNE BRIDGE APPROACHES ARE RECONSTRUCTED AND 
OPEN TO TRAFFIC* IT WILL BE NECESSARY TO MAKE THE SOUTH¬ 
ERLY PORTION OF THIS OVER-ALL PROJECT A ONE-WAY COUPLET 
IMMEDIATELY* THE BRIDGE APPROACHES HAVE BEEN SO DE¬ 
SIGNED TO SERVICE TRAFFIC ON UNION AND GRAND AVENUES AS 
ONE - WAY* 


AT THE OUTSET |T WOULD ONLY R£ NECESSARY TO 
PUT THESE STREETS UNDER ONE-WAY, |T IS FELT THAT AT A 
LATER DATE IT WILL BE NECESSARY TO CONTINUE THE ONE-WAY 
COUPLET NORTHERLY BEYOND BROADWAY SO AS TO ADEQUATELY 

service traffic DESIRING to use this important north- 
south ARTERIAL. 

JT IS realized THAT this arterial will have 

TO CARE FOR HEAVY TRAFFIC FOR A CONSIDERABLE PERIOD OF 
TIME AWAITING FINAL CONSTRUCTION OF CERTAIN FREEWAYS 
WHICH WILL ULTIMATELY RELIEVE THE LOAD ON THIS MAJOR 

street* Even though the Freeway System is constructed 
and in OPERATION, it IS EXPECTED THAT THIS ONE-WAY COUP¬ 
LET WILL SERVICE SOME 30,000 VEHICLES PER DAY SOUTH OF 
the Fremont Freeway and some 20,000 vehicles per day 
north thereof* Traffic signals would, of necessity* 

HAVE TO SE INSTALLED ON GRAND AVENUE PAIRING WITH THOSE 

presently installed on union avenue so that an orderly 

PROGRESSION AND FLOW OF TRAFFIC COULD BE ACCOMMODATED. 
It WILL BE NECESSARY To WIDEN SOME PORTIONS OF GRAND 

Avenue and acquire right of way for new construction in 

THE NORTHERLY PORTIONS WHERE GRAND AVENUE IS NOT PRES¬ 
ENTLY IMPROVED. 


SECT 

1 0 N 


COST 

FROM 

TO 

LENGTH 

{Miles} 

TRAFFIC 
( 1975) 

(AOT) 

LANES 

NO* 

Grading ft 

PAV|NG 

(%) 

Structures 

($) 

CONSTR. 

{$) 

R/W 

($) 

Total 

(f) 

N * E, Lom bard Street 

f 

Fremont Freeway 

2 . 06 

17*000 

4 

‘ 

350.000 

r 

i * . 

350,000 

300.000 

6 50.000 

Fremont Freeway 

1----- 

' N * E , Broadway 

0.82 

30 * 000 

4 

135,000 

r ■ . . i 

135.000 

1 

400.000 | 

1 

535*000 

N.E. Broadway 

East Burnside Street 

0.83 

30.000 

a 

S 5.000 

i 

85.000 

* “ ! 

1 

| 85*000 

East Bu rnside Street 

S.E, Division Street 

l.u 

30*000 

e 

50,000 

500 * 000 

550,000 

9 5 000 

f " “ 

645.000 

TOTAL | 

l 

4 .87 



6 20 *0 00 

500,000 | 

| 1,1 20*000 | 

| 795*000 

1 1,91 5.000 

1 

1 




1 _j 

1 1 
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M3 - BEAVERTON-HILLSDALE HIGHWAY (ORE 10) 
AND BERTHA BOULEVARD 
BEAVERTON - BARBUR BOULEVARD 


This project calls for the improvement of the 
Beaverton-Hillsdale Highway between Beaverton and S 
Sarbur Boulevard as well as S.W. Bertha Boulevard to 
major street standards, projects are presently being 

CONSTRUCTED ON THE B E A V E R TON - H 1 L L S D AL E HIGHWAY TO FOUR 
LANES, LATE IN THE PERIOD OF STUDY OF THIS REPORT , 
TRAFFIC DEMANDS amounting TO SOME 10,000 VEHICLES PER 
day in the Scholls h t ghway - bertha Boulevard Section are 
expected. Until the Glencullen Freeway is suilt, these 

VOLUMES MAY DOUBLE AND W|LL REQUIRE PARTIAL CONTROL OF 


ACCESS AND PROHIBITION OF PARKING ALONG THE FACILITY. 

The importance of this highway cannot be 
overemphasized in servicing neighborhood traffic and 
home-to-wohk trips and as a connection between the 
Tualatin valley Highway, the Sunset freeway, and the 
Sellwood Freeway and easterly. Thus, it becomes impor¬ 
tant in the over-all accommodation of traffic in the 
METROP dl i TAIN Area . 
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SLAV IN RD.-BARBUR BLVD. INTERSECTION 


.J 


SECT 

1 0 N 


COST 

FROM 

TO 

LENGTH 

(Miles] 

TRAFFIC 
( 197 5) 

( ADT) 

LANES 

No, 

Grading a 
Paving 

If] 

Structures 

(9) 

Con s tr. 

i$) 

R/W 

(f) 

Total 

If) 

Beaverton 

1 1 

Washington County line 

2.94 

l 0,000 

4 

: 

350,000 

. 

350.000 

2 50.000 

600.000 

Washington County line 

i BarbuR Boulevard 

3.36 

1 0,000 

4 

410.000 

190 * 000 

600.000 

7 5,000 

67 5,000 

Bertha Boulevard Section 


0.91 

1 0.000 

4 

160,000 

1 120.000 

280,000 

40,000 

320,000 

TOTAL 

7,21 



920 * 000 

310.000 

1 ,230.000 

36 5,000 

,1.59 5,000 
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IT |S DESIRED TO IMPROVE THIS STREET TO FOUR- 
LANE STANDARDS SO AS TO INCREASE THE CARRYING CAPACITY 
OF A PRESENTLY DEFICIENT ARTERIAL* THIS PORTION OF THE 

Oswego highway carries a very heavy load of home-to- 

WORK TRIPS AND WILL SECOME AN EVER INCREASINGLY IMPOR¬ 
TANT LINK IN THE NETWORK Of STREETS AND HIGHWAYS IN THE 

Portland area when the Oswego Expressway and the Sell- 
wood Freeway are completed. it is expected that by 
1975 THIS STREET will CARE FOR SOME 25,000 VEHICLES PER 
day. Some of the improvement in this project could 
take place without a HEAVY EXPENDITURE THROUGH NOMINAL 
WIDENING (FROM 28 FT, TO 4 4 FT,] AND PROHIBITION OF 
P ARK I NG, 


M4 - MACADAM STREET 

HAMILTON STREET - SELLWOOD BRIDGE 


sect 

1 0 N 


COST 

FROM 

TO 

LENGTH 

(MILES) 

TRAFFIC 
( 197 5) 

(ADT) 

LANES 

No, 

Grading a 

PAVING 

<*> 

j Structures 

Con STr . 

£$) 

R/W 

ISJ 

Total 

( 1 ) 

S . W, Hamilton Street 

Sellwood Bridge 

1,85 

25,000 

4 

i 

350,000 1 

* 

350,000 

1 

" " J 

350,000 

T 

TOTAL i 

1,85 
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| J 
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This project considers the reconstructed east¬ 
erly APPROACH TO THE HAWTHORNE BRIDGE ON A VIADUCT AND 
THE EXTENSION OF A ONE-WAY COUPLET ON HAWTHORNE AND 

Madison Streets throughout most of the east side area 

TO CARE FOR TRAFFIC DESIRING TO USE THIS BRIDGE. SOME 
25.000 vehicles per day WOULD DESIRE TO USE this coup¬ 
let just east of Grand Avenue by 197 5, While it is 

EXPECTED THAT THE HAWTHORNE BRIDGE WOULD SERVE SOME 

30.000 vehicles per day. the traffic on this bridge 

WILL, UNTIL THE MT. HOOD FREEWAY BRIDGE IS CONSTRUCTED. 
BE considerably HIGHER. 

IT WILL BE NECESSARY TQ ADD ADDITIONAL TRAF¬ 
FIC SIGNAL CONTROL ON THE ONE-WAY COUPLET PORTION OF 
THE PROJECT SO THAT AN ORDERLY PROGRESSION OF TRAFFIC 
WOULD RESUL T* 


M6 - HAWTHORNE BRIDGE APPROACH AND HAWTHORNE - 
MADISON STREET ONE-WAY COUPLET 
WILLAMETTE RIVER - 50TH AVENUE 


SECTION 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
(197 S) 

(ADT) 

LANES 

No, 

Grading ft 
Paving 

<« . 

| Structures 
! <*> ] 

Con s tr. 

(I) 

R/W 

Total 

IS) 

Willamette River S,E. Grand avenue 

0.38 

25.000 

4 

----i 

, - ' 

I 

1 . 800.000 1 

' 1.800.000 

—-[-— 3 

T ,000,000 | 2,800,000 

S.E. GRAND AVENUE ' S.E. 20TH AVENUE 

0,79 

25.000 

8 

140.000 1 - - 

140.000 

— 

1 40,00 0 

$. E. 2 0 T h Avenue 

5 , E . 3 9 T h AVENUE 

1.15 

15,000 

4 

215.000 ' * * 

215,000 

125.000 

1 340,000 

S.E, 3 9 TH AVENUE 

S.E, 50th Avenue 

0.48 

15,000 

4 

105.000 

- - 

105.000 

50.000 

r 

t55.000 

TOTAL 

l 

2 , 80 



460.0 00 | 1 .800,000 | 2.260,000 | 

| 1,175.000 

1 3,435,000 

--“1 

] 

1 

1 




i 

1 1 

i 

i 

1 


1 

1 

L 




1 | 

1 1 

f. jJLidigMm 

i 



>. 





1 1 

1 1 

1 

i 








* 1 

- i 

1 

i 

1 ~' 






1 | 



1 “ 

i 

| 




"1 i 

l i L 

1 




I 1 

l 


-131- 





























































XHtS PROJECT CALLS FOR THE IMPROVEMENT OF 

Division Street throughout its entire length. Such 

IMPROVEMENT WOULD BE TWOFOLD IN SCOP E % (1) TO BETTER 

SERVE THE FAST GROWING EAST SIDE RESIDENTIAL AREA BE¬ 
YOND THE CORPORATE LIMITS OF PORTLAND, AND {2} AT THE 
SAME TIME TO ARRANGE t EITHER THROUGH THE WIDENING OF 

Division Street proper or the establishment of a one¬ 
way STREET COUPLET IN THE AREA BETWEEN 21$T AVENUE AND 

5Dth Avenue* for internal traffic to move without stag¬ 
nation. Such improvement would afford relief for the 
PRESENTLY OVERCROWDED POWELL VALLEY RqaD AND MT, HOOD 

Highway as well as other paralleling facilities. 

IT ts EXPECTED THAT THE PORTIONS OF THIS 
STREET WITHIN PORTLAND PROPER WOULD ACCOMMODATE SOME 
20,000 VEHICLES PER DAY BY 1975 AND THAT THE SECTIONS 
OF THIS STREET EAST OF THE CORPORATE LIMITS WOULD CARE 
FOR A LESSER VOLUME, THIS STREET, IN COMMON WITH MANY 
OF THE OTHER MAJOR STREETS, WOULD HAVE HIGHER TRAFFIC 
VOLUMES IN I960 AND 1965 THAN THEY WOULD IN 1975 OR 
UNTIL FLANKING FREEWAYS AND EXPRESSWAYS ARE CONSTRUCTED, 



M7 - DIVISION STREET 
21ST AVENUE - POWELL VALLEY ROAD 


SECT 

t 0 N 


COST 

FROM 

TO 

LENGTH 

(MILES) 

TRAFFIC 

(1975) 

(ADT) 

LANES 

NO, 

Grading & 

PAVING 

ill 1 

structures 

<*> 

Con sir, 

m 

R/W 

ti) 

Total 

If) 

Eastsipe Expressway 

Laurelhurst freeway 

1*12 

20,000 

4 

1 i 

200,000' * ■ 

200,000 

- - I 200.000 

Laurelhubst Freeway 

1 5, E, 6 0 t h Avenue 

0.98 

20,000 

4 

17 5,000 1 

r . . i 

175,000 1 

■' i 

17 5,000 

S.E, 6 0 th avenue 

Cascade Freeway 

1*12 

20,000 

4 

190,000 1 - - 

190,000 

" ‘ 1 

190,000 

Cascade Freeway 

! 122nd Avenue 

2.00 

15,000 

4 

350,000 


3 SO , 000 

1 

1 

350,000 

122nd Avenue | 

| S.E. 162nd Avenue 

2.00 

10,000 

4 

330 ,000 j • ■ 

330,000 

■ ■ 

330.000 

1 

S.E. 16 2nd Avenue , 

I- * - 

i Gresham Road 

3.20 

8,000 

4 

530,000 | - - 

530,000 

f 

i 

530,000 

| 

Gresham Road , 

1 

, Powell Valley Road 

1 .30 

5,000 

4 

210,000 

1 

1 * ' 1 

210.000 

1 

210,000 

TOTAL 

1 

11,72 



1,985,000 

1 * I 

1 , 9 8 5,000 


1 ,98 5,000 
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This improvement calls for the installation 
OF LEFT-TURN REFUGES AND THE PROVISION OF ADDITIONAL 
R | GH T * TURN IN G LANES. €T CETERA, AT CERTAIN KEY INTER- 
SECTIONS THROUGHOUT THE LENGTH OF 8 2N D AVENUE, NO 
ADDITIONAL WIDENING WOULD TAKE PLACE, AS ALL WORK WOULD 
BE DONE WITHIN THE LIMITS OF THE PRESENT CURB LINE OR 
R1 GH T OF WAY LINE. 

Such work is necessary to handle an ever- 

increasing DEMAND FOR USAGE OF THIS ARTERIAL PENDING 
COMPLETION OF THE CASCADE FREEWAY, EVEN WITH THE 

Cascade Freeway completed, the central portion of 82nd 
Avenue between East Burnside street and mt. Hood Free¬ 
way WILL STILL SERVE SOME 22,000 TO 25,000 VEHICLES PER 
DAY AND EVEN THE NORTHERLY AND SOUTHERLY PORTIONS OF 
THIS VERY IMPORTANT STREET WOULD CARE FOR SOME 15,000 
VEHICLES PER DAY HY 1975, |T IS TO BE UNDERSTOOD THAT 
THE 1955-1960 ADT ON THIS ARTERIAL WOULD BE CONSIDER¬ 
ABLY H | GHER. 


M8 - 82ND AVENUE 
SANDY BOULEVARD - DUKE STREET 


S E C T 1 ON 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 

(1975) 

(ADT) 

LANES 1 
No. 

Grading & 
Paving 

... <*> 1 

j Structures 

Constr. 

($] 

R/tf 

(!) 

Total 

($) 

---f-”- 

Sandy Boulevard Ban field Freeway 

1 . 27 

15.000 

4 

50,000 

. . 

50,000 

* - \ 50.000 

“--}- 

Banfjelo Freeway ' Burnside Street 

0,75 

20.000 

4 

30,000 

i 

30.000 

- - 1 30.000 

Burnside Street 

S,E, Powell Boulevard 

1.7 2 

22,000 

4 

65,000 ^ - - 

65,000 

. . 1 

6 5.000 

S , E « Powell Boulevard 

S , E . Duke Street 

1.45 

20,000 

4 

50 t 0 00 

* - 1 50,000 

1 

- * | 

50,000 

TOTAL | 

| . . .. - h 

5, 19 
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- - J 

195,000 
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1 9 5.000 

:' 1 - - 1 1 
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This project recognizes the ever increasing 

DEMAND FOR USAGE ON THE TUAI_AT|N VALLEY HIGHWAY, 0HE6- 
BETWEEN fiEEDVILLE AND SYLVAN, AND ESPECIALLY IN THE 

West Slope area due to the rapidly growing residential 
AREAS FLANKING THIS ARTERIAL, THE STATE HIGHWAY 
Department currently has programed an improvement on 
the Reedville-beaverton Section which would result in a 
four-lane major street improvement. The work as en* 

VISIONED, but YET TO BE PROGRAMED IN THE BEAVERTON- 
SYLVAN SECTION. WOULD AMOUNT TO MINOR I MP HO-VEMEN T* * TKE 
DEVELOPMENT OF CERTAIN CHANNELIZED TRAFFIC CONTROL 
FEATURES AT CERTAIN KEY INTERSECTIONS AND THE SIGNALIZ¬ 
ING OF ADDITIONAL INTERSECTIONS AND THE INTERCONNECTION 
OF ALL SIGNALS, |T WILL ALSO BE NECESSARY TO PROHIBIT 
SHOULDER PARKING THROUGHOUT MOST OF THE SECTION, 

IT IS EXPECTED THAT BY 197 5 THE BEAVERTON- 

Sylvan Section will care for some 15.000 vehicles per 

DAY; HOWEVER, IN THE FIRST 10-YEAR PERIOD OF THE 
20 -YEAR PERIOD OF STUDY THESE VOLUMES WILL ALMOST 
DOUBLE UNTIL THE BE AVERTON-HILLSDALE HIGHWAY, MULTNOMAH 

Expressway, Hillsboro Expressway and other relief 
arterials are constructed. 


M9 - TUALATIN VALLEY HIGHWAY 
REEDVILLE - MULTNOMAH COUNTY LINE 


SECTION 


COST 

FROM 

TO 

LENGTH 

(MILES) 

TRAFFIC 
(1975} 

<ADT} 

LANES 

NO- 

Grading & 

paving 

($) 

Structures 

{%) 

Consth. 

1*) 

R/W 

m 

Total 

($) 

ReedvilLE 

Beaverton 

4.76 

8 . 000 

4 

660.000 

, - 

660.000 

6 t 0 - 000 j 1,270.000 

Beaverton 

Multnomah County Line 

3,35 

15,000 

4 

195,000 1 - . 1 195,000 

- - j 195-000 

TOTAL 


8.10 



855-000 1 - - 

855,000 

6 10,000 j 1.46 5 - 000 
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This highway facility utilizes the existing 



RIGHTS OF WAY OH 122ND AVENUE. 

IT IS EXPECTED THAT BY 197 5 THIS FOU fl ■ LAN E 
STREET WILL CARE FOR SOME 20,000 VEHICLES PER DAY BE* 
TWEEN THE BANFIELD FREEWAY AND EAST BURNSIDE STREET. 
WITH THE SOUTHERLY SECTION BETWEEN S. E, DIVISION STREET 
AND THE MT, HOOP FREEWAY SERVING SOME 8.000 VEHICLES 
PER DAY IN 197 5, 


Ml 0 

SANDY BOULEVARD 


122ND AVENUE 

JOHNSON CREEK EXPRESSWAY 


SECTION 


COST 

FROM 

TO 

LENGTH 

{miles} 

TRAFFIC 

11975) 

(ADT) 

LANES 

No. 

Grading A 
Paving 

If) 

Structures 

tfl 

tOIKSTR. 

If) 

R/V 

if) 

Total 

If) 

Columbia Expressway 

Banfield FREEWAY 

0,80 

15,000 

4 

120,000 

* - 

120,000 

7 5,000 

i 

195.000 

Ban field Freeway £ Burnside Street 

1,80 

20,0 00 

4 

270.000 ^ - - 

270,000 

600.000 

f 1 1 

870.000 

Burnside Street [ S,E , Division Street 

1,70 

15,000 

4 

250,000 ^ - - 

1 250,000 

450,000 

f 

650,000 

5.E „ Division Street [ mt. Hood Freeway 

1 .60 

a . ooo 

4 

240 - 000 i - - 1 240.000 ] 

2 50,000 

490,000 

TOTAL 1 

5,90 



880,000 I - - 

880.000 1 

i I . 325.000 

| 

2.205.000 
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This project calls for the creation of four 

LANES OF TRAFFIC THROUGHOUT. SOME OF THE WORK WOULD BE 
ACCOMPLISHED THROUGH WIDENING OF THE STREET AND OTHER 
OF THE WORK WOULD BE ACCOMPLISHED THROUGH THE PROHIBI¬ 
TION OF PARKING. IT WOULD BE NECESSARY TO INSTALL TRAF¬ 
FIC SIGNALS AND DO A NOMINAL AMOUNT OF CHANNELIZATION 
TO CARE FOR THE SOME 20.000 TO 40.000 VEHICLES PER DAY 
IN THE PORTION OF THE IMPROVEMENT WEST OF THE CASCADE 

FREEWAY as would BE expected BY 1975. 

The Burnside Street improvement east of the 
Cascade Freeway would utilize the existing location of 
E, Burnside street and E. Burnside Street Extended 

ALONG THE LOCATION OF AN ABANDONED ROUTING OF THE PORT¬ 
LAND Electric Power Company Railroad Line to Gresham, 

AT THE PRESENT TIME. IMPROVEMENTS ARE BEING MADE ON THE 

Federal-Aid Secondary portion at the east end. but a$ 

THE RESIDENTIAL AREA IN THE EASTERLY OUTSKIRTS OF THE 
CORPORATE LIMITS OF PORTLAND CONTINUES TO GROW. IT WILL 
BECOME INCREASINGLY NECESSARY TO UP-GRADE THE LEVEL OF 
SERVICE OF THIS ROUTE, 

IT WOULD BE POSSIBLE TO BUILD THIS PROJECT 
TO EXPRESSWAY STANDARDS EAST OF 82n0 AVENUE THROUGH 


CONSTRUCTION OF GRADE SEPARATIONS at MAJOR CROSS 
STREETS. fT IS UNDERSTOOD THAT MULTNOMAH COUNTY PRES¬ 
ENTLY PLANS TO ACQUIRE SUFFICIENT RIGHTS OF WAY TO 
ACCOMPLISH EXPRESSWAY STANDARDS OF CONSTRUCTION. 

It is expected that between 82nd Avenue and 
122nd Avenue some 20.000 vehicles per day by 1975 will 
desire to use this route. between 122ND avenue and 
162nd Avenue. 12.000 vehicles per day will demand ser- 

VICE FROM THIS FACILITY* WHILE IN THE PORTION BETWEEN 

162nd Avenue and Gresham Road 9.000 vehicles per day 

WILL REQUIRE THE USE OF THIS FACILITY. THESE TRIPS 
WILL BE PREDOMINATELY HOME-TO-WORK AND INTERCHANGE OF 
TRIPS BETWEEN NEIGHBORHOODS* HOWEVER, THE DEMANDS ON 
THIS FACILITY ON WEEKENDS WILL BE CONSIDERABLE DURING 
THE PERIOD OF RECREATIONAL TRAVEL TO THE MT. HOOD RECRE¬ 
ATIONAL AREA. 

HERE AGAIN, |T SHOULD BE BORNE IN MIND THAT 
UNTIL SUCH TIME AS THE FREMONT FREEWAY. THE MT. HOOD 

Freeway and other relief routes are developed for the 
Banfield Freeway, this street may carry volumes consid¬ 
erably IN EXCESS OF THOSE PREDICTED FOR 1975, ESPECIAL¬ 
LY DURING THE FIRST 10-YEAR PERIOD OF THE STUDY, 


Mil - EAST BURNSIDE STREET 

UNION AVENUE - GRESHAM ROAD 


SECT 

t 0 N 


COST 

FROM 

TO 

LENGTH 

(MILES) 

TRAFFIC 
(1975) 

(ADT) 

LANES 

NO. 

Grading a 
Paving 

II) 

Structures 

«,» 

CONSTR, 

(%) 

R/W 

Total 

(I) 

Union Avenue 

20th Avenue 

0.79 

40,000 

A 

. 

10,000 1 

. . 1 

10,000 

1 

* * 1 

10.000 

1 

2qth Avenue 

1- - 

1 Laurelhurst Freeway 

1,15 

30,000 

4 

20,000 1 - - 

20.000 1 

■ •| 

20,000 

Laurelhu rst Freeway 

Stark Street 

1 . 38 

25,000 

4 

20.000 1 - - 

20.000 

' ' ] 

20,000 

Stark Street 

Cascade Freeway 

0.7 1 

25,000 

4 

45,000 

- - | 45,000 

1 

I 

4 5,000 

Cascade Freeway j 

1 122nd Avenue 

IS) 

o 

Q 

20 . 000 

4 

500,000 ' - - 

500.000 

200,000 

1 700,000 

---- 

122nd avenue 1 

162nd avenue 

2.00 

12,000 

4 

400,000 | - - 

400,000 

200 , 000 

600,000 

. - - , 

162nd Avenue 

F a i r V r e w Avenue 

i 

3 , 2 0 

9,000 

4 

650,000 . - - 

650,000 

[ 

250,000 

900,000 

TOTAL 

1 

11,23 



1 ,645,000 - - 

1 

1 1,645,000 
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6 50, 000 

2,295,000 
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This improvement calls tor the establishment 

OF A ONE-WAY COUPLET, UTILIZING HALSEY STREET AND 

Weidler Street, between 103rd Avenue and 11 2th Avenue 
and widening Halsey Street between the Banfielo Freeway 

AND 103RD AVENUE AS WELL AS BETWEEN 112TM AVENUE AND 

122nd avenue so as to care for an orderly MOVEMENT 

OF TRAFFIC THROUGH THIS VERY RAPIDLY GROWING RE 5 I DEN * 

tial and shopping area. Improvements in the vicinity 
of to2 nd Avenue are dictated at a very early date to 

CARE FOR THE EXCESSIVE DEMANDS UPON ALL Of THE LOCAL 
SERVICE STREETS TO ACCOMMODATE SHOPPER AND HOME-TO-WORK 
TRIPS* 


IT IS EXPECTED THAT THIS HIGHWAY WILL BE USED 
BY SOME tO.000 VEHICLES PER DAY IN 1975: HOWEVER. PEND¬ 
ING COMPLETION OF OTHER FLANKING FACILITIES THIS VOLUME 
WILL BE EXCEEDED AND CERTAIN SHORT SECTIONS. ESPECIALLY 
THAT SECTION TO THE WEST Of 102ND AVENUE* WILL NO DOUBT 
REACH VOLUMES Of t 5.000 TO 20.000 VEHICLES PER DAY. 

IT WOULD BE DESIRABLE TO EXTEND THIS PROJECT 
EASTERLY TO TROUTDALE AND CONNECT Gl I 5 A N STREET TO 

Halsey Street at Arata Road, but estimates of cost for 

SUCH WORK WERE NOT AVAILABLE FOR INCLUSION IN THIS 
REPORT. 


Ml 2 - HALSEY STREET 
BANFIELD FREEWAY - 122ND AVENUE 


SECTION 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
t 1975) 

(ADT) 

LANES 

NO. 

Grading & 
Paving 

(%) 

STRUCTURES 

(!) 

Constr. 

(%) 

R/W 

($) 

Total 

(!) 

Ban f j eld Freeway 

N.E. 1 22nd Avenue 

1.35 

1 6.000 

4 

415.000 


415,000 

900.000 | 1,315,000 

TOTAL 

1 

1 . 35 
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TH i S PROJECT RECOGNIZES THE NEED TO IMPROVE 
CERTAIN STRATEGIC INTERSECTIONS ALONG THE PRESENT LOCA¬ 
TION of the Pacific Highway East, US99E . so as to in¬ 
crease- the CARRYING CAPACITY OF THIS IMPORTANT KEY HIGH¬ 
WAY, The IMPROVEMENT WOULD BE ACCOMPLISHED THROUGH THE 
INSTALLATION OF A NOMINAL NUMBER OE ADDITIONAL TRAFFIC 
SIGNALS, CHANNELIZING CERTAIN CRITICAL INTERSECTIONS. 

and interconnecting signals either through actual physi¬ 
cal interconnection of the signals or the installation 

OF VOLUME DENSITY TRAFFIC SIGNAL CONTROL so THAT PRO¬ 
GRESSION MAY 6 E ACCOMPLISHED. 

The 1975 traffic volumes on this section of 

HIGHWAY ape ESTIMATED TO BE APPROXIMATELY 20,000 VEHI¬ 
CLES PER DAY BUT IN THE PERIOD PRECEDING CONSTRUCTION 
OF PARALLELING EXPRESSWAY AND FREEWAY FACILITIES, TRAF¬ 
FIC VOLUMES IN THIS SECTION CAN BE EXPECTED TO REACH 
30,000 To 35.000 VEHICLES PER DAY. 


Ml 3 - MCLOUGHLIN BOULEVARD 

MlLWAUKIE • GLADSTONE 


SECT 

t 0 N 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 

(1975) 

(ADT) 

LANES 

NO, 

Grading ft 

Paying 

(%) 

Structures 

(!) 

Constr, 

($) 

R/W 

(*) 

Total 

If) 

M 1 L WAU K | E 

Laurelhurst Freeway 

2.15 

20,000 

4 

80.000 ' 

- * 

00.000 

1 

1 

* * 1 

80,000 

Laurelhurst Freeway 

Gladstone 

3.05 

20,000 

4 

1 20,000 

r . . 

1 20,000 

• • 1 

! 

| 120,000 

TOTAL 

5. 20 
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This project calls for the reconstruction of 
the Ross Island Bridge through the removal of the side¬ 
walk on the southerly side and widening to develof 42 

FT. O'F ROADWAY THUS INCREASING THE CAPACITY OF THIS 
BRIDGE TO SOME 40.000 VEHICLES PER DAY. THE 197 5 ANTI¬ 
CIPATED TRAFFIC IS SOME 45,000 VEHICLES PER DAY, PRIOR 
TO THE CONSTRUCTION OF THE M T. HOOD-SUNSET FREEWAY 

Bridge connection, traffic volumes on the Ross Island 
Bridge may even reach a figure in excess of the 45.000 

VEHI CLE S PER 0AY. 

The other improvements on Powell Boulevard 

BETWEEN MCLOUGHLIN BOULEVARD AND FOSTER ROAD CALL FOR 
THE SIGNALI2ATI0N OF CERTAIN KEY INTERSECTIONS AND 
WIDENING OR THE PROHIBITION OF PARKING SO AS TO DEVELOF 
FOUR LANES OF TRAFFIC, WHICHEVER IS THE MORE FEASIBLE 
AS THE PROJECT IS ACCOMPLISHED, THE IMPROVEMENTS ON 

Foster Road, which it is expected will have some 25,000 

VEHICLES PER DAY USING IT. CALL FOR THE INSTALLATION OF 
A RAISED MEDIAN. CHANNELIZATION OF CERTAIN CRITICAL IN¬ 
TERSECTIONS AND SIGNALIZATlON, 


Ml 4 - PCWELL BOULEVARD 
PGRTLAND-SALEM freeway 


FOSTER ROAD 
82ND AVENUE 


SECT 

1 0 N 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 

(19751 

(ADTJ 

LANES 

NO. 

Grading a 

P A V 1 N G 

1 

Structures 

Constr. 

(11 

R/W 

Cf) 

Total 

(11 

Portland-Salem Freeway 

Cascade Freeway 

4,80 

30.000 

4 

100.000 I 

400,000 

500.000 

1 

" " ] 

500.000 

———-,-—--- 

TOTAL ' 

4.80 
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This one-way couplet serves as an extension 

OF THE EASTSIDE EXPRESSWAY AND GIVES A COMPLETE NORTH- 
SOUTH ARTERIAL FROM LOMBARD STREET TO MCLOUGHUN BOULE¬ 
VARD* The work required on this couplet is the improve¬ 
ment OF THE PRESENT WEARING SURFACE. THE EXTENSION OF 
CERTAIN STREETS AND THE INSTALLATION OF TRAFFIC SIGNALS 
TO CONTROL AN ORDERLY MOVEMENT OF TRAFFIC. 

IT IS POSSIBLE THAT FUTURE STUDY IN THE IMPLE¬ 
MENTATION OF THE OVER-ALL 20-YEAR PROGRAM MIGHT DICTATE 
THAT THE LAURELHURST FREEWAY COULD BETTER 8E CONS¬ 
TRUCTED ON A LOCATION APPROXIMATING 30TH AVENUE. IF 
SUCH SHOULD BE DETERMINED IN THE FINAL ANALYSIS, IT 
MIGHT NOT BE NECESSARY TO IMPROVE THE 15TH-1GTH AVENUE 

One-way Couplet beyond Prescott or k i llingswqrth Street. 
The southerly portion of this couplet is a very impor¬ 
tant LINK TO THE EAST SIDE SHOPPING CENTER AS WOULD BE 

developed by the Lloyd Corporation. 

It is expected that this couplet sy 1975 will 
SERVICE SOME 25.000 VEHICLES PER DAY IN THE AREA NORTH 
or the Fremont Freeway and 35,000 vehicles per day 
south thereof. 


Ml5 • 15TH-16TH AVENUE ONE-WAY COUPLET 
LOMBARD STREET - MULTNOMAH STREET 


SECTION 


COST 

FROM 

TO 

LENGTH 

(MILES) 

TRAFFIC 

(1975) 

(ADT) 

LANES 

NO. 

Grading a 
PAVING 

m \ 

Stru ctures 

($) 

CONSTR, 

it) 

R/W 

(1) 

Total 

($) 

N.E* Lombard Street 

F r e mon T Freeway 

2.02 

20.000 

4 

720,000 ' • - 

720.000 

-”T- 

500,000 i 1,220,000 

Fremont Freeway l Eastsioe Expressway 

\ . 08 

3 5,000 

4 

390.000 1 - - 

390.OOol 

• ■ 

390,000 

TOTAL 

3 . TO 



I.t10,000 ' - - 

1 . 1 TO.000 
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The Oswego Highway calls for the reconstruc¬ 
tion BETWEEN SELLWOOD FREEWAY AND LAURELHURST FREEWAY 
FRONT ITS PRESENT THREE LANES TO FOUR LANES OF TRAFFIC 
WITH A RAISED MEDIAN, NO PARKING THROUGHOUT MOST OF ITS 
LENGTH, AND THE ADEQUATE CHANNELIZATION AND SIGNAL I ZA* 
T i ON OF MAJOL INTERSECTING STREETS AND ROADS, 

IT IS EXPECTED THAT BY 1975 SOME 15,000 VEHI¬ 
CLES PER DAY WOULD USE SUCH HIGHWAY. THE NORMAL GROWTH 
OF THE EXISTING OSWEGO HIGHWAY WOULD RE SOMEWHAT IN 
EXCESS OF THIS VOLUME BUT THE CONSTRUCTION OF THE 

Laurelhurst Freeway just to the south of the Oswego 
Central Business District and the new bridge across the 
Willamette River at this point connecting to mcLoughlin 
Boolevard-Oatfield Expressway, would relieve the traf¬ 
fic DEMANDS ON THE OSWEGO EXPRESSWAY, Th E TRAFFIC 
VOLUMES UTILIZING THIS ROUTE ARE PRIMARILY H0ME-T0-W0RK 

and recreational trips in character. 

The Laurelhurst Freeway-West Linn portion of 

THIS PROJECT WOULD BE THE WIDENING OF THE PRESENT HIGH¬ 
WAY TO FOUR LANES AND OTHER INCIDENTAL IMPROVEMENT 
SUCH AS CHANNELIZATION AT CRITICAL LOCATIONS. IT IS 
EXPECTED BY 1975 THAT SOME 7,000 VEHICLES PER DAY WILL 
USE THIS HIGHWAY! HOWEVER UNTIL SUCH TIME AS THE 

Cascade Freeway is constructed traffic volumes will be 

CONSIDERABLY HIGHER ON THIS LOCATION. 


Ml6 - OSWEGO HIGHWAY (0RE43) 
SELLWOOD BRIDGE - WEST LINN 


SECTION 


COST 

FROM 

TO 

LENGTH 

(MILES) 

TRAFFIC 
{ 19751 
(ADT> 

LANES 

NO. 

Grading & 
Paving 

ft) 

| Structures 
(t) 

CONSTR, 

(*) 

R/W 

($) 

Total 

($) 

Laurelhurst freeway west Linn 

3 . 90 

7 ( 000 

4 

-1- 

660.000 ' - - 

660.ODO 

150,000 1 810.000 

Sellwood Bridge ■ laurelhurst Freeway 

4 ,00 

1 5.000 

4 

1.000.000 1 500.000 1 1.500.000 

750.000 1 2.250.000 

TOTAL 

7 . 90 



1,660.000 1 500,000 

2, 1 60.000 

900,000 

3,060.000 
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tt ts FELT THAT THIS HIGHWAY. NOTWITHSTANDING 
THE IMPROVEMENT OF THE MT. HOOD FREEWAY SHOULD BE IM¬ 
PROVED TO FOUR LANES* AT LEAST TO 122N0 AVENUE SO AS TO 
ADEQUATELY CONNECT THE RESIDENTIAL AREA SERVICED BY 
THIS STREET WITH THE MT* HOOD FREEWAY AND THE CASCADE 

Freeway* it is expected that by 1975 traffic volumes 
WILL amount to SOME 20*000 VEHICLES PER DAY ON THIS 
ARTERIAL. IN THE EVENT THAT THE EASTERLY PORTION OF 

the Mt. hood Freeway east of 62no Avenue ts not im* 

PROVED AT A REASONABLY EABLV DATE* IT MIGHT BE NECES¬ 
SARY TO EXTEND THIS IMPROVEMENT EASTERLY. 

The EASTERLY PORTION OF THIS FOUR-LANE IM¬ 
PROVEMENT BETWEEN LiNNEMAN JUNCTION AND GRESHAM IS EX¬ 
PECTED TO CARRY SOME t5*000 VEH1CLFS PER DAY BY 1975 
AND IS THE DIRECT CONNECTING LINK BETWEEN THE TERMINAL 
POINT OF THE MT* HOOD FREEWAY AND THE Cl TY OF GRESHAM. 


Ml 7 - POWELL VALLEY ROAD 

82ND AVENUE - GRESHAM 



























































This highway has had a very rapid increase in 

ITS TRAFFIC VOLUMES DURING THE PAST FEW YEARS AND WITH 
THE RAPID GROWTH OF RESIDENTIAL DEVELOPMENT THAT IS 
TAKING PLACE IN THIS AREA, * T IS EXPECTED THAT THIS 
WILL 8 E COME AN IMPORTANT ARTERIAL SERVING HOME- TO-WORK 
AND NEIGHBORHOOD TRIPS. Th E IMPROVEMENT CALLS FOR THE 
CONSTRUCTION OF FOUR LANES WITH CERTAIN KEY IMPROVE¬ 
MENTS BEING MADE AT STRATEGIC INTERSECTIONS. SPECIFI¬ 
CALLY at the Raleigh hills intersection with the Beaver* 
ton -H illsdale Highway, the Multnomah Expressway and 
WITH the cedar HILL5-TuAt aT lN EXPRESSWAY. 


Ml 8 - SCHOLLS FERRY HIGHWAY 
RALEIGH HILLS - PROGRESS 


S E C T 1 ON 


COST 

FROM 

TO 

LENGTH 

{Miles} 

TRAFFIC 

(1975) 

(ADT) 

LANES 

NO. 

Grading & 

Pa vi nG 

Cl) 

Structures 

(!) 

CONSTR, 

(1) 

R/W 

(I) 

Total 

(1) 

Qeaverton-Hillsdale Highway 

MULTNOMAH EXPRESSWAY 

1.70 

10.000 

4 

250.000 

50,000 

300,000 

140,000 

440,000 

Multnomah Expressway 

Cedar Hills-Tualatin Expressway 

CO 

o 

8.000 

4 

270,000 

- - 1 270.000 

1 SO.000 

420,000 

TOTAL 


3 . SO 



520,000 1 50,000 

57 0.000 

390,000 

860,000 
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It is planned to improve the present location 
of Cornell Road both as to alignment and gradient when 

this FOUR-LANE MAJOR STREET PROJECT IS CONSUMMATED. 
The EASTERLY PORTION OF THIS PROJECT UTILIZES ONE-WAY 
STREET ROUTING ON N.W. RALEIGH AND SAVIER STREETS WHICH 
WILL AFFORD DIRECT CONNECTION TO THE STADIUM AND IN¬ 
DUSTRIAL Freeways and the N. w. isth-19th Avenue One-way 
Couplet, 


This arterial will afford a certain amount of 

RELIEF FOR THE SUNSET FREEWAY AND THE RA RNES RqAD EX¬ 
PRESSWAY, AS IT WILL ALLOW TRAFFIC FROM THE HILLSBORO 

and Sunset Highway areas east of Cedar mill to use this 

MAJOR STREET, 


Ml 9 - CORNELL ROAD 
SUNSET FREEWAY - STADIUM FREEWAY 


SECTION 


cost 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
(197 SI 
(AOT) 

LANES 

NO. 

Grading ft 
Paving 

(!) 

STRU CTURE5 

(I) 

Con sir, 

it) 

R/W 

(») 

Total 

(1) 

Sunset Freeway 

Skyline Boulevard 

A ,30 

5,000 

4 

750,000 

- - 

7 50,000 

350.000 [ 1 . 100,000 

Skyline boulevard 1 Stadium Freeway 

2 - 8 4 

10.000 

4 

650,000 ' 

' 600,000 j 1 , 2 50.000 \ 

1 SO,000 1 1 ,400,000 

TOTAL 


7.14 
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The improvement of Lake Road, which is a part 
of the Clackamas Highway, is felt necessary so that not 

ONLY RESIDENTIAL TRAFFIC BUT COMMERCIAL AND INDUSTRIAL 
TRAFFIC FROM BOTH EASTERN CLACKAMAS COUNTY AND THE 
PROPOSED INDUSTRIAL DEVELOPMENT IN THE CLACKAMAS AREA 
WOULD BE AFFORDED A CONNECTION BETWEEN B2NO AVENUE AND 

the Laurelhurst Freeway and on into the City of milwau- 
kie. iT is expected that some 5,000 vehicles per day 
would use this four-lane major street by 1975. 


M20 ■ LAKE ROAD 

LAURELHURST FREEWAY - CASCADE FREEWAY 


SECTION 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
( I97S) 

(ADT) 

LANES 

NO* 

Grading a 

PAVING 

{*) 

Structures 

{*) 

CONSTS. 

it) 

H/W 

( 1 ) 

Total 

(!) 

Laurelhurst Freeway 

Cascade Freeway 

2.35 

10.000 

4 

350,000 

- 

350 * 000 

1 Z 5.000 j 47 5.000 

TOTAL 


2.35 
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This route, although only servicing some 
4,000 VEHICLES PER DAY BY 1975, IS AN IMPORTANT IM¬ 
PROVEMENT AS THERE IS ANTICIPATED CONSIDERABLE INDUS¬ 
TRIAL AND WAREHOUSING DEVELOPMENT IN THE AREA ADJACENT 
TO RAIL FACILITIES. AS A RESULT, THERE WILL BE AN 
INCREASE IN RESIDENTIAL DEVELOPMENT IN THIS AREA, Th I S 
HIGHWAY IS ALREADY AN IMPORTANT ARTERY IN THE HANDLING 
Of LOG TRUCK TRAFFIC WHICH WILL CONTINUE TO USE SUCH 
FACILITY, 


M2! - CLACKAMAS HIGHWAY 
CLACKAMAS CUTOFF - CARVER 


SECTION 


COST 

FROM 

TO 

LENGTH 

(Miles) 

TRAFFIC 
(1975] 

(ADT) 

LANES 

NO. 

Grading a 
paving 

ft) 

Structures 

(1) 

Con str. 

it ) 

R/W 

(*} 

Total 

(f) 

Clackamas 

Carver 

2.55 

4,000 

4 

400.000 

50 . 000 

450.000 

125.000 

57 5,000 

TOTAL 

2 .55 
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This improvement completes the most easterly 

NORTH-SOUTH ARTERIAL STUDIED IN THIS REPORT. |T CON¬ 
NECTS the Banfielo Freeway with East Burnside Street in 
Gresham and it is expected that some 4,000 vehicles per 

DAY WOULD USE SUCH FOUR-LANE CR0SS- CONNECTI N0 HIGHWAY. 


M2 2 - GRESHAM ROAD 
FAIRVIEW - GRESHAM 


SECT 

I 0 N 


COST 
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(Miles) 

TRAFFIC 
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R/W 
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Total 
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This improvement is brought *bout through the 
anticipated industrial development between the Banfield 
Freeway, Sandy Boulevard. 122nd Avenue and 162nd Avenue* 
and other industrial improvements north of the Union 
Pacific Freight Line which parallels Sandy Boulevard 

THROUGHOUT MOST OF ITS DISTANCE. THIS PROJECT WOULD 

amount To widening the present three-lane highway to 
FOUR lanes and IT IS FELT THAT SOME 6,000 TO 6,000 
VEHICLES PER DAY WOULD USE THIS FACILITY IN 1975. 


M23 - SANDY BOULEVARD 

122ND AVENUE - FAIRVIEW 


SECTION 


COST 

FROM 

TO 

LENGTH 

{MILES} 

TRAFFIC 

(197$) 

(ADT) 

LANES 

NO* 

Grading a 

PAVING 

it) 

Structures 

£$) 

Cgnstr. 

{*> 

R/W 

(1) 

Total 

it) 

122nd Avenue N * E, 162ndAvenue 

2.10 

6*000 

4 

3 25 * 000 

i-1 

325,000 

20*000 \ 345.000 

N.E* 162 nd Avenue ^ FAIRVIEW 

3.10 

6 , 000 

4 

47$ , 000 * * - 1 47 5,000 

30,0 00 

505,000 

TOTAL 

5.20 
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This improvement is a nor th- soy th arterial 

BISECTING THE RAP I 0 L V GROWING EAST SIDE RESIDENTIAL 

area and serves as a connection between Sandy Boulevard, 
East Burnside Street, Division Street and Powell Boule¬ 
vard AND THUS ACTS NOT ONLY AS A CONNECTOR STREET GUT 
AS A DISTRIBUTOR AS WELL, TRAFFIC VOLUMES OF APPROX¬ 
IMATELY 5,000 VEHICLES PER DAY ARE EXPECTED TO USE THIS 
ROAD , 


M2 4 - 162ND AVENUE 

SANDY BOULEVARD - POWELL VALLEY ROAD 


SECT 

I 0 N 


COST 

FROM 

TO 

LENGTH 

{MILES} 

TRAFFIC 
( 197 5) 

(ADT) 

LANES 

No. 

Grading a 

PAV1NG 

(!) 

Structures 

(1) 

Con str, 

i %\ 

R/W 

[%) 

Total 

($i 

| 

N,E, Sandy Boulevard 

r 

Burnside Street 

1.95 

5,000 

4 

i 

320,000 

- . 

320.000 

120.000 

440.000 

Burnside Street 

Powell Valley Road 

1.90 

5,000 

4 

335.000 

. . 1 

335.000 

125,000 

460.000 

TOTAL 
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PUBLICATIONS OF THE OREGON STATE HIGHWAY COMMISSION 

TECHNICAL BULLETINS 


No. 

1 

No. 

2* 

No. 

3 * 

No. 

4 * 

No. 

5* 

No. 

6 

No. 

7 

No . 

8 

No. 

3 

No. 

10* 

No. 

11 

No . 

12 

No . 

13 

No. 


No . 

15 

No . 

16 

No. 

1 7 

No. 

18 

No . 

19 

No . 

20 

No. 

21 

No. 

22 


Loading Tests on a New Co mp o s i t e - t y p e Short-span Highway Bridge Combining 
Concrete and Timber in Flexure, by Baldock and McCullough. 1933. 

(Revised May, 1941). 

Application of Freyssinet Method of Concrete Arch Construction to the 
Rogue River Bridge in Oregon by Gemeny and McCullough * i933. 

Loading Tests on Steel Deck Plate Girder Bridge with Integral Concrete 
Floor, by Paxson. 1934. 

Design of Waterway Areas for Bridges and Culverts, by McCullough . 

1934. 

The Effect of Highway Design on Vehicle Speed and Fuel Consumption, by 
Be akey. 19 37. 

The Effect of Heavy Motor Transport on Highway Bridge Stresses, by 
McCullough and Paxson * 19 37 , 

The Economics of Highway Planning, by McCullough and Beakey < 1937 * 

(Revised September, 1938). 

Determination of Highway Sy s t e m Solvencies, by McCullough. 1937 * 

The Merit System for Engineering Personnel, by Baldock and McCullough, 

1938 . 

4n *4naiysis of the Highway Tax Structure in Oregon, by McCullough, Beakey, 
and Van Scoy • 19 38 m 

An Economic Analysis of Short-span Suspension Bridges for Modern Highway 
Loadings, by McCullough, Paxson and Smith. 1938. 

Light-reflecting Characteristics of Pavement Surfaces, by Paxson and 
Everson. 1939. 

Rational Design Methods for Sh o r t-s p an Suspension Bridges for Modern 
Highway Loadings, by McCullough, Paxson, and Smith, 1940. 

The Derivation of Design Constants for Suspension Bridge Analysis, by 
McCullough, Paxson and Smith , 1940. 

The Experimental Verification of Theory for Suspension Bridge Analysis, 
by McCullough, Paxson and Rosecrans. 1942. 

Trans-Columbia River Interstate Bridge Studies, a Joint Report, by the 
Washington Department of Highways and the Oregon State Highway Department . 
19 44. 

The Effect of Surface Type, Alignment, and Traffic Congestion of Vehicular 
Fuel Consumption, by Beakey, Crandall, Klein, and Head, 1944. 

Mul tiple-sp an Suspension Bridges, Development and Experimental Verification 
of Theories, by McCullough, Paxson and Rosecrans * 1944. 

Manual of Instructions for Construction Department Employees, by Smith and 
Libby, 1946 . 

Standard Highway Spirals, by Libby . 1949. 

Highway Guard Fence, by Finkbiner . 1950 - 

Sign Legability Study, by Traffic Engineering Division. 1954. 


* Supply Exhausted 
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Report of the Interim Comm 
Motor Transportation Act t b 

No, 35-i An Inventory of City Streets in Oregon, by Beakey, Van Seay, and 
Walton* 1938* 

No . 38-iA Addenda to an Inventory of City Streets in Oregon, by Beakey , 


No. 38-2 

Van Scoy, and Walton. 1938, 

Rural Road Inventory of the State-wide Highway Planning Survey, by 

No. 38-3 

Beakey, Van Scoy, and Walton. 1938. 

Motor Vehicle Allocation and Road Use Surveys of the State-wide 

No. 38-4 

Highway Planning Survey, by Beakey, Van Scoy and Myers. 1938. 

Fiscal Survey of the State-wide Highway Planning Survey, by Beakey, 

No. 38-5 

Van Scoy, and Keef. 1938. 

Rural Traffic Survey of the State-wide Highway Planning Survey, by 

Beakey , Glenn, and Manning. 1938. 


No. 38-5A* Annual Daily Traffic Density Tables of the Rural Traffic Survey, 


No. 38-6 

State-wide Highway Planning Survey (report accompanied by traffic 
station maps--pnce $5.00), by Beakey, Glenn t and Manning. 1938. 

Urban Traffic Survey (part I and part II), by Beakey, Glenn, and 

Manning. 1938. 

No. 39-i 

Data Supplementary to Interim Committee Report of January 1, 1937, 
by Beakey and Myers . 1939. 

No. 39- 2 

A State-wide Survey of Aggregates, by Finkbiner, 1939. 


No, 39-3 * Notes on the Application of Soil Mechanics to Highway Excavations 
and Embankments, by Paxson and Smith. 1939, 

No, 39 -4 Offset Tables for Vertical Curves, by Swart. 1939, 

No* 39-5 Skid-resistant Characteristics of Oregon Pavement Surfaces by Beakey, 
Klein and Brown. 1939, 

No, 39-6* Record of Road Costs and Earnings on the Oregon State Highway System 


No. 40-1 
No. 40-2 

for the Calendar Year 1937, by Prober t and Bonne tt. 1939. 

Traffic Density Tables for 1940, by Beakey and Maiming. 1940. 

A Study of Expansion Joint Behavior in a Typical We stem Oregon 

Pavement, by McChllough, Smith, and Webber, 1940. 

No. 40-3 

Data Supplementary to Interim Committee Report of January 1, 1937, 

No. 41-1 
No. 42-1 
No. 42-2 

by Baldock, Beakey, and Myers. 1941. 

Traffic Density Tables for 1940, by Beakey and Manning . 1941. 

Traffic Density Tables for 1941, by Beakey and Manning, 1942. 

Data Supplementary to Technical Bulletin No, 10, by McGil lough and 

No. 42-3 

Myers. 1942. 

The Fees and Taxes Paid by the Road Users for the Highway Facilities 

No. 43-1 

Provided , by Baldock and McCullough. 1942. 

Manual of Standard Practice for Paving Inspectors, by Finkbiner and 

O'Neil . 1943. 

No. 43-2 

Manual of Standard Practice for Sampling Construction Materials, by 
Finkbiner. 1943. 

No. 43-3 
No. 43-4 

Traffic Density Tables for 1942, by Crandall and Stein, 1943. 

The Geometric Design of Highway Alignments and Highway Intersections , 
by Baldock. 1943 . 

No. 44-1 
No. 44-2 

Traffic Density Tables for 1943, by Crandall and Stein, 1944, 

Effect of Expansion Joint Spacing in Typical Concrete Pavements of 

Western Oregon , by Paxson and Richards, 1944 . 


* 


Supply Exhausted 


REPORTS 


i t tee 
f the 


appointed to study 
Interim Co mm i t f e e . 


the 
1937* 


No, 44-3 
No, 44-4 

No, 45 -i 
No, 4 6-1 
No, 47-1 
No, 4 8-1 
No, 4 8-2 


No, 4 9-1 
No, 4 9-2 
No, 49-3 
No, 50-1 
No, 50-2 

No, 51-1 
No, 51-2 


No, 52-1 
No, 52-2 

No, 52-3* 

No, 52 -4 
No, 53-1 

No, 53-2 

No, 54-1* 

No. 5k- 2 

No. 54-3 

No, 5k -4 

No, 54-5 

No, 55-1 

No, 55-2 

No, 55-3 

No. 55 -4 

No. 55-5 


A Study of Rural Sidewalks, by Beakey, Crandall, and Head. 19kk. 

Log Scale Measurements vs. Weight as a Measure for Load Regulations, 
by Paxson and Spaulding, 1944. 

Tra//ic Density Tables for 1944, by Crandall and Stein. 19k5. 

Traffic Density Tables for 1945, by Crandall, Stein, and Gately. 19k6. 

Traffic Density Tables for 1946, by Crandall and Stein. 1947. 

Traffic Density Tables for 1947 , by Crandall and Stein. 1948, 

Motor Vehicle Traffic Accident Analysis Coding Manual, by Crandall, 
Head, and Taylor. 1948* 

Traffic Density Tables for 1943, by Crandall and Manning. 1949, 

1946 Portland Metropolitan Area 7Va//ic Survey 0-D Study. 1943. 

1946 Portland Metropolitan Area Traffic Survey Parking Study. 1949 
Traffic Density Tables for 1949, by Crandall and Gately. 1950. 

1948 Traffic Accidents and Accident Rates, by Crandall, Johnson, and 
Taylor. 1950. 

Traffic Volume Tables for 1950 , by Crandall and Gately. 1951, 

1949 Traffic Accidents and Accident Rates, by Crandall, Johnson, and 
Taylor, 1951, 

Traffic Volume Tables for 1951, by Crandall and Gately, 1952. 

1950 Traffic Accidents and Accident Bates, by Crandall, Johnson, and 
Taylor. 1952 

Eugene-Springfie Id Area Origin-Destination Study and Route Analysis, 
October, 1952. 

Eugene Parking Study. October, 1952. 

Tra//ic Volume Tables for 1952, by Traffic Engineering Division, 
Planning Survey Section. July, 1953. 

1951 Accidents and Accident Rates, by Traffic Engineering Division . 

May, 1953. 

Traffic Volume Tables for 1953, by Traffic Engineering Division, 
Planning Survey Section. May, 1954. 

1952 Accidents and Accident Rates, by Traffic Engineering Division , 

February 1954. 

Traffic Survey Report , City of Albany, by Traffic Engineering Division, 
May, 1954. 

Traffic Study, City of Medford, by Tra//ic Engineering Division, 
September, 1954. 

1953 Traffic Accidents and Accident Rates, by Traffic Engineering 
Division. November, 1954. 

Traffic Volume Tables for 1954 , by Tra//ic Engineering Division, 
Planning Sirvey Section. 

1954 Traffic Accidents and Accident Rates, by Traffic Engineering 
Division. 

Motor Vehicle Traffic Accident Analysis Coding Manual, by Traffic 
Engineering Division. January, 1955. 

Traffic Survey Roseburg and Vicinity, 1954, by Traffic Engineering 
Division, February, 1955. 

Freeway and Expressway System, Portland Metropolitan Area , 1955, by 
Traffic Engineering Division. June, 1955, 
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